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Sir Henry Tyler’s Speech at the Grand Trunk 
Meeting. 





The following are selections from the speech made at the 
half-yearly meeting of the Grand Trunk Railway Company, 
in London, April 27, by Sir Henry Tyler, President of the 
company : 

We meet once more in a time of depression and difficulty, 
such a time, I will venture to say, so prolonged and so severe, 
that we can none of us—directors, officers or shareholders— 
blame ourselves if we were unable to anticipate it. We had 
previously been so fortunate, from 1876 to 1883, in advanc- 
ing with most encouraging progress, that we were not pre- 

vared for the terrible state of things by which we have 
een so much afflicted since the commencement of 1884. 
We had connected ourselves most satisfactorily with the 
sources of traffic at Chicago; we had built up a great system 
of branches and side lines, in order to procure local 
traffic for the undertaking; we had established, or man- 
aged to control, communications with the great Atlantic 
ports; and we had between 1876 and 1883 actually doubled 
our gross receipts and trebled our net receipts, and we had 
almost seemed to have placed ourselves beyond the reach of 
serious misfortune. But during the last fifteen months all 
the elements of adversity have been working against us; and 
we have been revolving ona sort of wheel of Ixion. We 
have had the Furies of commercial depression, of competi- 
tion and of the climate all striking their darts at us, 
and testing our resources to the utmost; and it is only 
due to the completeness of and to the great improve- 
ments that we had previously made in our system that 
we have been enabled to hold our own in the terrible 
struggle through which we have been passing. The 
constant vigilance which we exercised, and the strengthening 
policy which we previously adopted with a view to obtaining 
greater prosperity, have alone enabled us to struggle against 
this universal adversity, and it is quite certain that if we had 
not so strengthened our position at all points as we have 
done, that we should have been to-day in a very much worse 
position, and that each of the separate systems which we 
have now judiciously combined into one would have suffered 
very much more severely from the perverse influences by 
which all sections of the railway have been more or less 
afflicted. (Hear, hear.) It is most disappointing to us all to 
have met with such a check—such a prolonged check—in our 
progress toward prosperity, and it is but little comfort to 
know that many of our neighbors have suffered in proportion 
a great deal more than we have suffered ourselves. 

* * * * * * * 

Our troubles, as I have said, have not arisen in the past 
in any way from excessive expenditure; but they have arisen 
from commercial depression and from the excessive and in- 
sane competition among the different railways, and, in fact, 
from our getting less increase for the service which we have 
performed. In fact, I can only compare it to Sisyphus roll- 
ing the stone up the hill while it always came rolling down 
upon him again; or to the Danaides, who had to pour water 
continually through a sieve; because that is the sort of proc- 
ess we are going through, to try to work with lower rates 
and to make a profit out of them. 

* ok * * *x * % * 

But the most important point I have to touch upon to-day 

is the question of ** pooling” arrangements. We can stand a 

good deal of commercial depression, we can stand a good 

many snow-storms, but we cannot withstand the effects of 

unprofitable rates for the vast amount of work that we are 
doing. No company can successfully struggle against such 
a state of things. Therefore, the important matter we have 
to consider, and the all-important matter I want to deal with 
when I get out to Canada, is, how it is possible we can induce 
the various companies who are competing with each other 
and with us to adopt some system which shall prevent this 
suicidal competition going on any longer. The history of the 
pooling arrangements for the last half-dozen years is a very 
long one, and [ will not weary youin going through it. There 
are several kinds of pools. There are a good many east-bound 
pools—for east-bound traffic on railways merging upon New 
York, pools from Chicago and other places on railways run- 
ning toward New York. Then there is the Chicago 
pool of live cattle and dead meat traffic, and there is 
the Chicago dead freight pool, as it is called ; and then there 
are west-bound pools from New York and from New Eng- 
land. Well, some of these pools have been in an utter state 
of disorganization, and some are still working. For instance, 
we pool with the New York Central to New Tingiend. That 
pool is still working, but some of the other pools are utterly 
disorganized. Abou ten years ago the Grand Trunk origi- 
nated this pooling system to do away with the undue cutting 
of rates, and the Grand Trunk has desired nothing else ever 
since than to continue it, even at a disadvantage to itself. I 
have said to you here, over and over again, that we thought 
it good policy even to accept less than we were entitled to, if 
only the other companies could be induced to adhere to the 
regulations of the pool. Well, we have gone upon that prin- 
ciple. We have from time to time accepted less, and a great 
deal less, than we have been entitled to. We have, during the 
last three or four years, lost very largely on account of traffic 
which we have over-carried in the pool, and have had toeven 
up, as it is termed, and on account of the pool expenses. We 
have been able to carry a great deal more traffic than we have 
been entitled to under the pool, and have been obliged to pay 
over-excess. Notwithstanding this we have not attained the ob- 
jects for which the pool was established. The objects of the 
pool were that rates should be maintained and that the lines 
taking part in the pool, each carrymg an agreed share of 
traffic, sheuld not cut the ratesto obtain the traffic; and dur- 
ing the past year, I do not hesitate to say, we should have 
done better if t 1ere had been no pool, rather than in working 
under such a si ite of chaos as has been experienced. Now, I 
will not give yo. all the dates and all that has been done, but 
one of the principal . points is {this—that we for 16 years, 

with great pains and trouble, built up a fast freight line 
called the National Despatch, to take traffic over our line and 
the Michigan Central. This arrangement went on until the 
Michigan Central wanted to send all its traffic by the Canada 
Southern—after it had leased that line—instead of over our 
line, and as they chose to transfer our traffic from our cars 
on to the Canada Southern and refused to work fairly 
with us in the National Despatch line; they, in fact, 
foolishly threw off our traffic, which we did not want 
them todo. We preferred to work with the Michigan Cen- 
tral, as well as with the Chicago & Grand Trunk. They 
awe us—they, by their action, forcibly turned off this 
traffic, which would otherwise have gone by the Michigan 
Central, to the Chicago & Grand Trunk Railway. Well, in 
one respect, that was an advantage. It gave us more traffic 





on the Chicago & Grand Trunk; but in another respect it was 
a serious disadvantage. The Chicago & Grand Trunk Co. 
naturally required that to its previous proportion of the 
Chicago pool should be added the Nationa] Despatch business 
that had n carried by the Michigan Central, and which has 
since been carried by the Chicago & Grand Trunk. You 
would have thought that nothing could have been more 
reasonable or just than that the Chicago & Grand Trunk 
Co.'s pete should have been enlarged and in- 
creased by the proportion it bad acquired from the Michigan 
Central; but the other companies did not agree with that. 
Mr. Fink made a most elaborate report, in which he gave us a 
proportion of 14.7 for the Chicago & Grand Trunk line from 
the pool. That was referred to the arbitrators; they cut it 
down to 13 instead of 14.7. That was again referred to arbi- 
tration, but we did not get justice. Still, we accepted the in- 
justice, and continued to work and take the lesser proportion, 
and paid up what we over-carried, and ge we did not get what 
we wanted, which was the keeping and maintaining of rates. 

Under those circumstances, I think you will admit that the 
Chicago & Grand Trunk was right in giving notice, which 
we did, to leave the pool on April 1, and we did it, not in any 
haste or temper, but as a matter of deliberate policy, because 
we knew that was the only way in which we could bring 
about proper terms. Since that time there have been further 
negotiations. There have been meetings in New York, and 

we have been asked, and have acceded to the request, that we 

should defer our leaving the pool from April 1 to 
May 1, and the date was subsequently extended to June. 

And then there was a meeting in Chicago, because when the 

Trunk Lines Committee found they could not settle matters 

in New York, they requested to have a meeting in Chicago, 

which took place on April 1, of all the lines there inter- 

ested in east-bound traffic. There was, accordingly, on April 1, 

perhaps the largest and most enthusiastic meeting that ever 

was held. There were about 100 railway men present, and 

Mr. Seargeant attended the meeting on our behalf, and I 

hope that meeting will lead to some result. 

[In this connection Sir Henry > al read to the meeting the 
letter from Commissioner J.W. Midgely, of the Southwestern 
Association, to Mr. Fink, suggesting the organization of a 
western pool covering all junction points.) - 

The whole question comes to this: that you have to em- 
brace every point from which the traffic will be sent, and 
every point for which it is destined, and until you have done 
that, and given arbitrary powers to the three commissioners 
in that way, we shall have no lasting peace on that continent. 








The Hoosac Tunnel Bill. 





The Hoosac Tunnel bill, now pending in the Legislature, 
wisely refrains from prescribing a definite and arbitrary ad- 
justment of the vexed problem. On the contrary, it lays 
down in broad terms the principles which should underlie an 
adjustment, and, if it shall be found practically possible to 
accomplish the desired end, the bill vests in the proper offi- 
cials the power to secure it. 

It should constantly be borne in mind that the legitimate 
object of the state, in originally undertaking the enterprise, 
was not to acquire a profitable railroad property, or to dic- 
tate as to systems of railway development, but to pierce a 
mountain and to reduce a natural obstacle in the way of the 
commercial development of the state. This accomplished, 
and its cost reimbursed, so far as possible, the hand of the 
state should be withdrawn and the natural development of 
railway facilities should take its own course. While this 
cannot be fully realized, the pending bill recognizes the jus- 
tice of the principles involved and promotes their observ- 
ance. 

It is conceded on all hands, and practically by the presence 
of rivals in the field, that the proper use of the tunnel and 
the state’s road is as a constituent part of a continuous and 
consolidated system from the seaboard at or near Boston to 
the state’s western line, or to the Hudson, where it may con- 
nect and advantageously deal with the trunk lines to the 
West. It is not for the interest of Massachusetts, either as a 
state or as a community, that the business administration of 
this line should be in the state. The regulation of the busi- 
ness by the presence in the market of the state as a competi- 
tor is not a sound method. The interest of the state, for such 
time as it must continue, should be in the form of a funded 
investment, and not as a share in a business enterprise. The 
value of the tunnel and the state’s road should be represented 
by a fair proportion of the securities of the consolidated line 
ot which they form a part. 

These principles accepted, the present attitude of the rail- 
roads, lying in whole or in part upon the pro i link, intro- 
Cuces a new and delicate complication. ere are several 
corporations, each claiming to control a necessary link in the 
system, and each seeking to obtain control of the state’s prop- 
erty, that it may, in the consolidation, dominate over all the 
rest. Besides these existing competitors, there are number- 
less suggestions of plans by which new corporations may be 
formed, having the same object in view. Thus the state has 
hitherto been asked to place her property in the hands of some 
one interest, to use as a weapon against the others. 

It is not too much to say that the bill under consideration 
recognizes and sustains the principles enumerated, and while, 
as its name indicates, it promotes consolidation, it deals justly 
and firmly with all the competitors, and offers to the one that 
can best qualify itself for its management the opportunity of 
securing the property of the state. 

The bill provides that any railroad corporation, whether 
now existing or hereatter formed in accordance with its pro- 
visions, which shall be ‘tin lawful possession and control of a 
continuous line of railroad, in the condition in which said 
railroad now is or may be at the time of acquisition, from an 
eastern terminus in Boston, Somerville or Cambridge, to a 
connection with the Troy & Greenfield Railroad,” may nego- 
tiate with the Governor and Council for the union or consoli- 
dation of the state’s property, consisting of the Troy & 
Greenfield Railroad ani the Hoosac Tunnel, with its own line; 
and the bill gives to the Governor and Council the authority 
to conclude such union or consolidation, and to ‘‘accept stock 
and bonds of such railroad corporation in consideration there- 
for.” 

The consolidated corporation thus formed then takes its 
legitimate place among the railroad corporations of the state, 
subject to all the general statutes of the commonwealth, 
divorced from any peculiar government protection or respon- 
sibility, and must work vut the natural and inherent possi- 
bilities of the property which it owns. In its dealings with 
connecting roads it will be governed by the general laws 
against discrimination, compelling interchange of business 
upon proper and eguitable terms, This status of the prop- 
erty is founded upon legitimate laws of commercial economy, 
and in this way, and in this way only, can the true value of 
the state’s property, be it much or little, be properly demon- 
strated and realized. 

Moreover, the state’s interest will be ina form which can 
be defended and in which it can permanently remain so long 
as it may be necessary. The state will not be in the market 
as a common carrier in competition with private corpora- 
tions, its own citizens and its own creatures, but instead of 
occupying this anomalous and illegitimate position it will be, 
as it properly may, the owner of investment securities which 


will take their place in the sinking fund as against the state's 
outlay upon the property. 

While, therefore, this bill seems entitled to commendation 
as sound in principle and wise in method, it is by no means to 
be regarded as certain that its passage will result in the im- 
mediate or early consummation of the system contemplated. 
Even if this end is not secured, the bill will not have been 
passed in vain. Among the several competitors it is neither 
just nor adroit, at the present time, for the state to 
prefer one or to enact legislation which shall be practicable 
only in dealing with one bidder for the property. This 
bill will develop the market and not restrict it. This bill says 
in effect what has heretofore been said by commissioners and 
high authorities on the subject. It says: ‘* The state favors 
consolidation with that railroad system which can best assure 
the proper development of the property consistent with the 
commercial welfare of the state.” Properly regarding, 
therefore, the possession or control of a unified railway sys- 
tem from the seaboard to the Hoosac Mountain as a neces- 
sary prerequisite of this development, it says that with any 
corporation which has acquired this commanding position 
the Governor and Council may deal, and only with such a 
corporation. More than this the commonwealth should not 


say. 

fi this bill shall pass, of which there seems but little doubt, 
the Hoosac Tunnel, instead of being sought as a weapon of 
power as in the past, willin the future be offered at its just 
value to the corporation that shall have acquired a legitimate 
power, which power will be a guarantee of the repayment of 
the state and of the advancement of her traffic favilities.— 
Boston Advertiser. 








Consolidation Locomotive for the Norfolk & Western 
Railroad. 





The accompanying illustrations represent a fine class of 
consolidation engine which has been lately placed upon the 
Norfolk & Western Railroad. 

The first batch of consolidation engines for that road were 
built by the Baldwin Locomotive Works from the specifica- 
tions of Mr. Charles Blackwell, who until very recently 
was the Superintendent of Motive Power of the Norfolk & 
Western. 

The engine we now illustrate was built by the Roanoke 
Machine Works from drawings and specifications prepared by 
Mr. Blackwell, after the Baldwin engines had been at work 
some little time. Such alterations and improvements in 
design as running experience showed to be advisable are 
therefore embodied in the engine shown in the accompanying 
illustrations. 

Engine No. 122 is ex hibited at New Orleans, and is the 

heaviest engine and the only co nsolidation engine there. 
The modifications thus introduced on the ordinary type of 
consolidation have been chiefly directed to promote economy 
of fuel. The fire-box has been placed above the frames, giv- 
ing a larger grate area. The saddle plate has been made 
deeper, giving a greater distance between the top of the 
grate bars and the under side of the brick arch. This tends 
to equalize the action of the draft on the fire, and gives more 
space for the mixture of the gases beneath the brick arch. 

The steam pipes and steam passages in the saddle have also 
been enlarged so as to diminish the loss of pressure in the 
cylinders, which is much more considerable than most people 
imagine. The saving of fuel achieved by these alterations 
has been so marked that we understand that the standard 
Baldwin consolidations will in future embody these al. 
terations. The difference between the initial pressure in the 
cylinder and the boiler pressure in a large number of indi- 
cator diagrams illustrated in our issue of Jan, 2, 1885, varied 
from 6 lbs. to 50 lbs. The average loss of pressure was no 
less than 23 Ibs. The diagrams, taken with a full throttle 
opening, showed a loss varying from 9 Ibs. to 21 lbs., and an 
average loss of 15 lbs. This_is a loss which it would be well 
to endeavor to minimize, especially when it can be cheaply 
and easily effected by enlarging the steam pipes and passages, 
using the Allen internal passage in the slide valve, and, above 
all, enforcing the rule that engines in good condition must be 
run with the throttle wide open, the speed being regulated 
solely by the reverse lever.- 

These engines have lately been burning slack with satis- 
factory results. It is found that provided the slack is 
not more than a few weeks old,a good fire can be main- 
tained. The hydrocarbons, which give soft coal most 
of its heating properties, are more or less volatile, and 
are apt to disappear when the slack is exposed to the 
weather for any length of time. The slack has been burned 
by reducing the width of the spaces in and between the grate 
bars, while the effect of the blast on the fire has been in- 
creased by placing a lining in the stack, as shown in the an- 
nexed diagram, and by the use of a single blast nozzie. The 
discharge of the exhaust from one cylinder was found apt to 
produce an increase of back pressure in the exhaust line 
of an indicator diagram taken from the other cylinder, unless 
great care was exercised in shaping the exhaust pipe. The 
efficiency of the blast of course depends greatly on the size of 
the chimney; as the steam expands from the blast nozzle it 
should exactly fill the chimney as with a piston, sucking the 
contents of the smoke-box out after it. If the chimney is so 
large that the steam cannot completely fill it, it is obvious 


that the vacuum formed will be imperfect, and conse- 
quently part of the useful effect of the blast will 
be lost. The back pressure in the cylinder ap- 


pears to be influenced by the size of the blast nozzle 
rather than by the size of the stack, and therefore 
in some cases it seems to be possible to increase the effi- 
ciency of the draught by diminishing the diameter of the 
chimney, and at the same time, lessen the back pressure on 
the piston by increasing the diameter of the blast nozzle. In 
this engine, when burning slack, the single blast nozzle was 
made 44 in. diameter, and the internal diameter of the stack 
was reduced to 16 in. by means of a liner. The burning 
of slack effected a saving of $82 per engine per month. This is 
based on an average mileage per engine of 2,400 miles per 





month, and with an average train of about 500 tons weight. 
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CONSOLIDATION LOCOMOTIVE FOR NORFOLK & WESTERN RAILROAD, 











The price of slack is taken at 50 cents per ton, and the price | as possible. But it is obvious that a good wall of coal against | circulation in England. He states that by this method of fir- 

of the run of mine cca] $1.30 per ton. | the sides of the box prevents any currents of cool air running | ing ‘‘ the centre of the fire is kept free from dirt, which falls 
The method of firing adopted in burning slack is a little up beside the fire-box plates, and tending to crack them. The | down by the sides of the box, and assists in preventing the 

peculiar, but is the result of practical experiments. The coal | coal heaped against the sides of the box gradually cokes, and | cold air from touching the plates,” 

is thrown toward the sides and back end of the box, and is when it rolls into the centre of the box is, as it were, pre-| The disadvantage of this mode lies in the liability of the fire 







































































r | pared for complete combustion. to burn into ahole in the centre, where the fire is thinnest 
No=s3e 21----.. a | This method of firing, piling the coal against the sides|and the combustion most intense. A hole in the fire is 
Te ore | rather than throwing it into the centre of the box, is strongly | always to be avoided, especially when burning small coal. 
: | advocated by Michael Reynolds, the author of a work on| The slack simply falls through the: opening into the 
: | ‘* Locomotive Engine Driving,” which has attained a large | ash-pan, catches fire there, and the grate-bars, assailed 
: Engine and Coal Tests, Norfolk @ Western and Shenandoah Valley Railroads, 1884. 
: TABLE NO. I. 
: a | | j | 
=: RAILROAD. | Norfolk & Western! Norfolk & Western Shenandoah Valley Shenandoah Valley|Shenandoah Valley 
© | | | | | 
-! Che | | | — Pe 
t | No. of engine..... .. ..s.sseeeee: No, 95. | No. 121. | No. 8. 0. 22. No, 44. 
: | Class of engine...............5... Passenger. Consolida’n freight Passenger. Ten-wheel freight. |Consolida’n freight 
° | Cylinders. dia. and stroke........; 18m xX 24in. (Engine illustrated, 17 in. x 24 in. 18 in, X 24 in. 20 in. X 24 in. 
' i reece 68 in. Fasten neds suasbconis | 63 in. | 51 in. 50 in. 
om | 
a Consoli- | Consoli- | B.& 0. | B. & 0. | B.&O 
H © « Poca- ~ ‘oca- “| Poea- : * | Poca- 4 *| Toea- | = 
° ° Kind of coal used. dated | dated H-+mp- Hawmp- | | Hamp- 
: ; hontas. | mines, | hontas. | mines. | hontas. shire hontas. shire. | hontas. | shire, 
LeveLorrop] . ~~ ss : Laeciactansl | 
enn iy Coal burned in Ibs............ | 39,810 | 38,940 | 94,136 | 92,281 | TERE OR Oe ee ors eee ee Uacbaxwetaleeesecdecs Dia taca, 
: Water evaporated in ibs.. ....... | 244:592 | 241,306 | 629/057 | 619,720 EERIE DEERIRREERN (etens ese aR ae ee eens 
' Temperature of feed water in } } } | | 
pa co gate, a eee 52° 51° | 35° | = el [Ree eU Pern eeor (earenresre re Moscninican bps aarras loaseseeaee 
— Average working boiler pressure | 
fz; an equ — — rs as “a 140 135 | 140 | 140 | 130 128 135 | 130 | 140 135 
#2! Siw uivalent evaporation from | 
; ty, gle Nozzle aud at 212° Fah. in Ibs. water | | 
oy ee DUFOPIOERS nsec shacsece <c8 7.51 | 747 8.205 8,197 7.70 | 6.53 516 4.93 | 1005 7 85 
2 Total engine or train miles.. . ..| 72 | G72 772 772 1914.4 | 1914.4 795.6 7956 | 7956 795 6 
FORA GRPMINOG, 6 0255 ciecise oe | 4,204 4,161 16 384 16.208 |. 6,392 6,392 10,872 11934 | 16.134 14,940 
ee ee | 97,460 | 94,270 | 377,359 | 365,668 | 160,752 | 1€0,752 | 265,896 | 236,418 | 400.122 | 377.7.40 
Smoke-Stack and Blast Nozzle. Coal burned per car mile in Ibs..| 9.350 |. 9.358 5.745 | 6.0679 | 98} 12.8 7.5 762 | 499| 6.54 
— burned wd y mileinlbvs..; 0.4033 0.4130 0.2494) + 0.<523 0.418 | 03512 0.309 0.389 0.202 | 0.274 
heaped up to a considerable height there, as much as 20 | Average weight of train in tons,| | 
ner bean , i lusi : J 5 | §12. i oe. 9 eee, 2 ee eee eae i.e 
fn: at “the back end “hnving ‘been f to’ eve a: exclusive of engine and tender | 128.5 | 128.5 | 512.8 458.3 | 8l | 81 | 
The centre of the’ fire is, however, kept thin, and is partl rg 
fed’ by the “tbo it tr : = si vite is y Note 1. The coal used firing up and during any long lay over was deducted, the level of fire on grate as of water in boiler. being 
oa y phe ow ren ides. This method | as nearly gs poctionbin she seme as Commmmnonmpent as at chee 5 nec + ee ee ditt t the 
firing differs greatly from t usual here, firemen’ genér- Nore 2. er efficienc: engine . V. over 121, N. 18 @ utable to the erent conditions of the roads. 
Bee ial Mh Lael ¥ ; . The trains on the 8. V. are limited by a few heavy but short grades, while the rest of the road is very easy running; on the N. & W. 
ally endeavoring to'keep the surface of the fireas néarly level | it is one succession of hard pulls, the Are having to be forced K ? meat se 


or great part of the distance. 
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HALF SECTION THROUGH TRUCK. 





HALF FRONT VIEW. 
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HALF SECTION THROUGH TRAILING WHEEL. 
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HALF BACK VIEW. 


CONSOLIDATION LOCOMOTIVE: FOR NORFOLK & WESTERN RAILROAD. 


by fire from below as well as from above, soon melt, and the ; more than-that of the eight-wheelers, and 31 per cent. more { of the Flat Top coal used on the Norfolk & Western, and the 


whole fire drops into theash-pan. The hollow method of firing | 
therefore requires considerable watchfulness to prevent holes 
burning in the middle. As it is always a little uncertain to 
what extent the coal will roll from the sides to the centre, it is 
well to fire often, with a small quantity on the shovel. 

Until engines of the consolidation type were introduced by | 
the late joint management of the Norfolk & Western and the | 
Shenandoah Valley railroads, the freight trains of the former 
were hauled by engines of the eight-wheel and ten-wheel 
types ; and by ten-wheel engines on the line of the Shenan- 
doah Valley. 

On the Norfolk & Western the maximum capacity on the 
Western, or Mountain Division, for the eight-wheel engines, 
haviug 17 in. x 24in. cylinders and 54 in. driving wheels, was 
12 loaded cars of 40,000 pounds lading; and 16 cars for the 
ten-wheel type, having 19 in. x 24 in. cylinders and 55 in. 
wheels. By the employment of consolidation enginees, with 
20in. x 24 in. cylinders, and 50 in. wheels, on this road, the 
maximum load has been increased to 21 cars, or 75 per cent. 











TABLE 





SO OR TIONIO .. oinisinad cana vaensascamiabionsnes 95 
SIDS. voces socescaseccesesevsssccbeiess covcceseuee American. 
TE, ae ae ern our. 
oe renee 18 in. x 24 in. 
ee ee. ee Se ee 68 ip. 
POR RS cacvicns: cadnabRbdsnncte’ sos cannseas Allen. 

ie eee 544 in. 

“ ET MUINsccsccccbocsbecca stcusebonsh Sas in. 

” I chin g'k 0 te gata aes ov obemampens none, 

= Ds cat cuinbinncs ceeds. sanoneh 1-16 in. 
ee RRR SSE es Fa 16 27 sq. ft 
POR GOO os ois ded 6 scmedch bee cubs 1,169 sq. ft. 
I  pcanccdancecknatnabeaakes @ 2% se 185 

gl RE OS I Lt OPES 2 in. 

O¢: a a> <Aswenapsacugundeasiaal eefsiowans 10 ft. 11 in. 
Boiler, smallest diameter barrel...........-...... 52 in. 

DCs itehs ocasdseancins dseesehde iehvneel’ flush top. 

Exhaust nozzle, pumber and diameter. ........ ... one 4 3-16 in. 
Stack, minimum diameter ......... 6.  sees.sse-ee 16 in. 

cps Cp rag Sse RR SR oe 18 in. 
Mebane MeeRS OO. c. . acids icc vedios ddecccsteh yes. 
Osi od. yb 5.05 5000 cre staevcawakaees sieves tue yes. 


Engine and Coal Tests, Norfolk & Western and Shenandoah Valley Railroads, 1884. 


than that of the ten-wheel engines. 

On the Shenandoah Valley Railroad the maximum load for 
the ten-wheeled engines was 13 cars ; the consolidation type 
can take 20 cars, or an increase of 54 per cent. 


The effect of the unusual height of the centre of gravity | 


of these engines is very marked when running round the 
sharper curves of the road, it being difficult, with the eyes 


closed, to tell the difference between curves or tangents. The | 
satisfactory results in this respect obtained on the Philadel- | 
phia & Reading—also owing to high centre of gravity—are | 


fully confirmed by the performance of these engines. 
In order to ascertain the relative consumption of fuel by 
the ten-wheeled and consolidation engines, a careful series of 


experiments were conducted on the Norfolk & Western, and | 


the Shenandoah Valley Railroads, and under the direc- 
tion of Mr. C. Blackwell, the Superintendent of Motive 
Power ; at the same time the performance of the passenger 
engines was also tested. 

As it was considered desirable to know the relative merits 








NO, II. 


DIMENSIONS OF LOCOMOTIVES. 


121 & 22 44 
Consolidation . American. Ten-wheeler Consolidati'n 
Four. ix. ight. 
SES 17 in. X 24 in. 18 in. x 24in 20 in. x 24in. 
2§~ 63 in. 51 in. 50 in. 
+4 8 ordinary D ordinary D. Allen, 
+ 5 3-16 in. 4% in. 54 in. 
2 Pe 34 in. 4 in. % in. 
ast 1-64 in 1-64 in pone 
eZ 1-16 in. 5-64 in 1-32 in 
es 16.6 sa. ft. 15 6 sq. ft 29.87 sq. ft. 
Sex 1025.4 sq. ft. sq. 1466.8 sq. ft 
Be 161 140 174 
2322 2 in. 9 in. 2% io. 
mn ™ 3 10 ft. 10% in. 12 ft. 9 in. 13 ft. 1 in. 
oS 47 in. 48 in. 56 in. 
eee wagon top ‘on top. flush top. 
Mee. & two 2% in. one 3% in. two 3% in 
s=23 parallel. | paraliel: 174% in. base 
ogae 17 in. 16 in. 21 in. top 
aAae yes. yes. yes. 
e yes. yes. yes. 











| Hampshire & Baltimore coal, used on the Northern Division 
| of the Shenandoah Valley, experiments were taken with each 

description of cvcal,on each of the three different types of 
|engines, and with the results shown in the accompanying 
tables. 

It may be stated that in the calculations, two empty cars 
were considered equal to one loaded car. 

In regard to the engines used, it may be noted that No. 95 
is a powerful passenger engine and No. 8 a lighter passen- 
ger engine, with smaller cylinders and wheels, both built by 
| the Baldwin Locomotive Works. No. 44 is a consolidation 
built by the Baldwin Locomotive Works, and No. 121 is a 
sister engine to No. 122, illustrated in the accompanying 
engravings and was built by the Roanoke Machine Works. 

The following extracts from the report of Mr. R. P. C. 
Sanderson, who personally conducted the experiments, may 
prove of interest : ; 

General Features of the Track.—The average curve of the 
road is 4° 10’, the sharpest 10°. The two steepest grades on 
| the Southern Division are as follows: Going north; grade 
| 54.9 ft. per mile for 1,290 ft., with 7° curves, and 79.2 ft. per 
| mile for 15,500 ft., with 6° curves. Going south; grade 79.2 
| ft. per mile for 14,700 ft., with 6° curves, and 79.2 ft. per 
| mile for 17,390 ft., with 8° curves. On the Northern Divis- 
| ion, the ~~ grade going north is 84.48 ft. per mile for 
| 0.19 mile. The steepest grade going south is 89.76 ft. per 
mile for 0.88 mile. The sum of ascents going north is 4,150.81 
ft., and going south 4,482.06 ft. Tangents, 156.03 miles and 
curves, 81.56 miles. ran 
Engines 22 and 44 ran on the Southern Division cnly ; the 
passenger engine No. 8 ran on both divisions. — ss 
General Remarks Concerning the Coals Used.—Flat Top 
coal; mined at Pocahontas, Va. This coal makes a very 
bright, hot fire. It cokes on the grate even when slack 1s 
used, and but a small proportion is carried off by the draught. 
It does not need much hooking up ; one trip on No, 8 was 
made between Roanoke and Hagerstown, 239 miles, without 
| a hook being put into the fire. ; 
| The trains never stalled for want of steam on the heaviest 
| grades, and the engines threw much less fire than when burn- 
ing the Hampshire & Baltimore coal. The injectors could be 
kept full on when climbing the grades, without causing the 
| steam pressure to fall. F 
| Hampshire & Baltimore Coal.—This coal does not 
‘make such a hot fire as the Flat Top coal. There was 
always a dull, lurid appearance, contrasting markedly 
with the white, hot hue of the other coal fire. This coal 
burns into holes and requires constant hooking and level- 
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7] BOILER PRESSURE. _ = 
BOILER PRESSURE, 419 125 124 
F ig.2. 
ing. The slack coal seemed to fly right off the shovel, | ning long enough to definitely determine the value of the | TENDER, 

and - ee the stack. With a light fire, this coal| change, but, so far, it seems beneficial. — of jaa noon oan reeee =. 
“ od to be WAIMGLED OF CENGEF WHEE... ci cesccecissccccess 33 in, 

‘a. cies oar et Sat ae an A steam brake is applied between the first and second | Size of journals of tender axles, diameter and 
grades for want of steam ; and with the freight trains, it was | driving w heels, The drawing shows the manner in which | | woe capacity of tank (in gallons of 231 cu. in)... $0004 alls, 
no frequent occurrence for. the engineer to be forced to stop | the brake cylinder cross-head is made to clear the rocking | | Coal capacity of tender..... reir oieieroeaapaaaten ae 13.000 ibs. 


on the grades to-fill up the boiler and get up the steam pres- 
sure, as the use of the injector would run the steam 
down very rapidly. The engines all threw more fire when 
using this coal, and the front ends would generally be packed 
full of sparks at the end of the trip. 

The amount of clinker made with both coals was much 
about the same ; the quantity being insignificant, and easily 
crumbled in the hand. 

General Remarks Concerning the Engines.—The consolida- 
tion engines burn less coal and haul a heavier train than the 
ten-wheel engines for the same engine mileage. I attribute 
the wastefulness of the engines 22 and 8, as compared with 44, 
to the smallness of the fire-grate area, and consequent fierceness 
of the draught per square foot of grate ; this excessive draught 
carries a large percentage of the small coal, in an almost 
unburnt condition, out through the stack. This is especially 
noticeable when the Hampshire & Baltimore coal was used ; a 
regular hail-storm of half-burnt fine coal followed the throw- 
ing on of each shovelful of coal. 

in conclusion, I would mention that I purposely misled 

each crew with regard to the coal they were burning, so as 
to see if the increased consumption were at all due to the 
prejudice of the men against either of the coals, which would 
= ie them wasteful or careless; but found that this was not 
the case. 
_ In conneetion with these experiments it may prove interest- 
ing to compare the analysis of the two coals tested, as below, 
and as made by Professor Andrew 8S. McCreath, chemist to 
the Geological Survey of Pennsylvania, etc., etc. 





Hamp- 
shire & 
Flat Baltimore 
Top coal. coal. 

SD h Gn e ceees ubinbaue «ee. 0.684 0.942 
Volatile matter........ . 19,964 18.403 
Fixed carbon...... ...... Mee ont eres Peron 73.021 73.154 
RIE va cccaaccnseeded caveesds4nebersende 0.656 0.806 
BE Weak 084 orcs cbcacaes thse censmubn tls oas eas 5.675 6.695 
100.000 100.000 


Color of ash cream, reddish gray. 

The results obtained with consolidation engine No, 44 
show conclusively the importance of iarge boilers, with 
ample fire boxes and te area. The duty obtained from 
the coal consumed by this class of engine was nearly double 
that obtained by the ten-wheel engine No. 22. 

The accompanying indicator diagrams were taken from 
this engine by a Tabor indicator. The diagrams were taken 
while the engine was performing the work shown in Table L., 
hauling an average train of 512.8 tons, and burning Poca- 
hontas coal. 

Consolidation Engine, Norfolk d Western Railroad. Indicator 
Diagrams. 
_ TABLE NO, Ill. 


INO, 00 CRNA ccc cisecccsres cosvsee “2 2 
ST ID ig. os. 01543 04546000 cca 125 Ibs. 140 Ibs. 
SOND SPOUNIN, oicsncacees seaencences 119.5 Ibs. 125.5 lbs. 
nian ahaa, seseaesestiencesi aa“ 14.5 * 
Speed, miles per hour. 9 16 
Throttle opening. . 2-5 wile open. 
Position of reverse lever . ... 6thnoteh. | 2d notch. 
CO I es ols) aaccsivacons l12and9%  6and 54. 
Average pressure... .. . 86.3 and 81 039.6 and 35.3 
Back pressure, minimum.............. 1.5 Ibs. 5.5 Ibs. 


aor: are given a dade sae full “list of gener sal 
dimensions of the engine illustrated. The performance of 
its sister engine is shown under the figures given for No. 121 
in Table I. 

The cylinders of the engine are best close-grained iron, and 
are as hard as they can conveniently be worked. They are 
reversible, so that only one cylinder pattern is required. 

The steam chests are fitted with a large vacuum relief 
valve attached to the frontend. The slide valves are of the 
Allen pattern, and are fitted with the Morse balancing ar- 
rangement. 

The piston heads are made of cast iron, and fitted with 
plain cast-iron packing rings. The piston rods are of the best 
hammered iron, 314 in. diameter, and are ground and keyed 
to cross-heads,'and fastened to the head by a nut. The guides 
are made of steel and fitted to wrought-iron guide yokes. 
The cross-heads are also steel, and of the Laird pattern. 

The valve motion is of the ordinary shifting link type. The 
United States metallic packing is used for pistons and valve 
rods. Driving boxes are made of cast iron with brass bear- 
ings. babbitted. 

The connecting and parallel rods are all forged solid, and 
the latter are fitted with phosphor-bronze bushes. The crank- 
pins are of steel and without collars. 

The pipes for both injector and blower valve, etc., have 
been arranged with a view to convenience for both engineman 
and fireman. 

Particular attention has been paid to making all of the 
steam passages leading from the boiler to cylinders, as large 
as possible, so that the loss of pressure may be reduced to a 
minimum. 

The radius-bar of the pony truck has been lengthened 16 
in. to reduce flange wear. The radius-bar was 50 in. long on 
engines previously built, and it was found that the pony 
truck wheel had then a tendency to hug the inside rail of the 
curve. This, of course, throws the front drivers against the 

outer rail of the curve, and causes a good deal of wear. The 
engines with lengthened radius-bar have not yet been run- 


shaft, which is immediately beneath the centre of the brake 
cylinder. 

The engine is fitted with two No. 10 injectors, one W. F. 
non-lifting, and one Monitor. 

Two Richardson safety valves are fitted in the dome cap. 

The head-light is 22 in. diametzr, with illuminated inside 
numbers. 

The cab is of white pine, fitted together with joint bolts 
and corner plates, and a clear-story ventilator, which is 
useful in warm weather, has been applied to two engines of 
this class. 

The tender frames are substantially built of oak, and 
strongly braced. The tender has two four-wheel swing 
bolster trucks of the diamond pattern with channel iron 
transoms. The clearance between side bearings is 3¢in. The 
rear tender truck only, is fitted with brakes. The axles are 
M. C. B. standard size, and are of iron. The bearings are 
phosphor-bronze. 

Dimensions, Weight ete., of Consolidation Locomotive 
of the Norfolk & Western Railroad, built by the Roanoke 
Machine Works, Roanoke, Va.: 














Kind of fuel used . 2.60.0 cccccccce: 00 seve ..» Bituminous coal 
GENERAL DIMENSIONS. 
Gauge of Norfolk & Western...... .....-0eese.eeee 5 ft. 0 in. 
Cylinders, diameter and stroke.................... 20in, x 24 in. 
Driving wheels, diameter on tread 50 in. 
Tractive power per lb. average pressure on piston. 192 Ibs. 
Total wheel base of engine............0.25 «sence. 21 ft. 6 in. 
Distance between centre of front and back driving 
ME ole. aoe ckcané: sebkeaea neue eetkn seus 14 ft. 0 in. 
Total wheel base of engine and tender..... ....... 46 ft. 5 in. 
WEIGHTS, 
Empty. Working Order. 
Weight on truck....... 14,50v Ibs, le 3, 550 Ibs. 
BOG GHOVGEB... ccc vicse sesasens 23,876 
2d te : “ 
3d ws Wide GOW. Keeeeler nf 
4th 22.975 = 
Total on GraverG.. i)... sccceceve 81,700 lbs 95,750 Ibs. 
Total OF OMENS. .... 00: cccccssecee 200 ** 109,300 
Total of tender. ereees ie 64,650 * 
Total engine and tender. ccaieaianiade 122) 850 * 173,950 “ 
Ww eight per foot engine driving-wheel base. . 6,829 * 
“ engine and tender wheel base.. 3,749 * 
CYLINDERS, VALVES, ETC. 
Distance from centre of main driving wheels to 
COMERS OL CHUMGSTG «concise 20cc_ cesccccscescrcccee 13 ft.6 in. 
Length of main connecting-rod, from centre to 
centre of jourmals.. . .......eseeeeeeeee erence 9 ft. 644 in. 
Transverse distance from the centre of one cylin- 
der to the centre of the other.......  ........06. 7 ft. Oin, 
Diameter of cylinders and stroke of piston. <sscny MOI PAM. 
Horizontal thickness of piston over piston head 
aud follower plate. .........ceccrccdsccccccses o¢ 54 in. 
Diameter Of piston Tod.........c.ccce,coes secescece 344 in. 
IEE Gon coc ccccscccs.ceubenasbehs vaeen'sven, Bais 16 in. x 15gin 
CE OR eres Ce errr ier 16 in. X 3 in. 
Greatest travel of slide valves....  ...... -sseeseee viet ~ 
Outside lap of slide valves 
Inside lap of slide valves...... .........4. “‘fullline ont hee 
Lead of slide vaives in full stroke.... ............. -16 in. 
AT Or QIN IIR 6 6 008s os. ccieaicnwa ckaseds sceecres 2% in. 
Sectional area of opening in each steam pipe con- 
nected with cylinders...........ccscccccee sees - 19.63 sq. in. 


WHEELS, ETC. 


Wheels, driving and truck, cast-iron centres, steel tires. 
Truck, two-wheeled, swing beam and radius si 


Diameter of driving wheels, outside of tires.. 50 in. 
Diameter of truck wheels..........0..-. _ssescsoee 30 in. 
Driving axle journals (iron), diameter and length.. 7 in. X 8 in. 
Truck axle journals (iron), 5 in. X 8 in. 
Main crank-pin journals (steel), * - “ .. 54in. X 6 in. 
Coupling rod journals (steel), diameter and 
™length..Ist and 4th, 5 in. x 314 in.; 2dand 3d, 6 in. x 431-52in. 
BOILER, 
Height of centre of boiler from rail. ........... 7 ft. 5 5-16 in. 
BORIC MORIA CF DOTIEE isc nciss. cccccsncssccecsnaccs s traight. 
Inside diameter of smallest boiler ring............ 55% ia. 
Material of barrel of boiler, outside fire-box ...... steel. 
Thickness of barrel, dome, outside fire-box, waist, 
SE BERGIOR, «sin. vcd s'bcaseccnens 0d Sonsndenses -16 in 
Thickness Oe BI ios ccas, cu ecce. csc cecece 9-16 in 
smoke-box extension (iron) ........ 4 in 
CAML, 5 <a osacebeens seni ne dcsbsee <aebo iron 
i Pe. ccccecccccads. cabidnskenugeca diac 174 
Diameter of tubes, — RE Aer eee re 214 in 
as Picnsastacbuke jensteises tus ‘ 2 1-16 in. 
Length of tubes outside tube ND i ncck cnt ann mass 13 ft. 1 in. 
Size of fire-box, inside, length x width x —_ 
from under side of crown plate to top of 
RINT. Saga caiaieigc vas want soar eae 10234 in. X 41% in. < 52 in. 
Water spaces, sides, back and front of fire- 
SP eer ear 3% in., 314 in., 4 io. 
Materiai OU RRIES OF RE BOE venice ccs vie diss coves Otis steel. 


Thickness of plates in sides, back end and crown 
MIE oankian. casnbens. Wasiesd ev Seve &-16 in., 5-16 in. , 3¢ in. 


Material of tube-plates, and thickness ........... steel, in. 
Crown-p!ate stayed with screw stays, diameter. . 1 in. 
Diameter and height of dome .................. 31% in. X 24 in. 
Maximum working steam pressure per square 
SN TEN accalésucintkes cee EbEserst0bee cce8taend ens cae 140 lbs. 
IS. cokes cctwaadd s cuccadescoubeéesvds bts rocking. 
SE PINs « va.05 ved Seb se bee acbe sensu «dient bsnce 5¢ in. 
| Width of opening between bars.............++++++- 5¢in. 
SMR nooo. on ok ana nae heh Ghenes tu desacene 29.87 sq. ft. 
Heating surface in fire-box and deflector pipes.... 134.8 sq. ft. 


Heating surface of tubes (external) 
Total heating surface 





Iaternal area of cro:s-section of tubes 4.03 E,' ft. 
Diameter of blast nozzle, —. each.. 3% in 
ee 434 in. to 434 in. 
Rute inside diameter of  ceneay with doubie ~ 
ERTL LEAL SCR in. 








16 in. 
14 ft, 334 in 





The advantage of using these consolidation engines in place 
of eight and ten-wheelers, with less tractive power, is clearly 
shown in the annual report of the General Superintendent, 
Mr. Joseph H. Sands, and in the following words : 

During the year 1884, 96,231 tons more of freight were 
hauled, 76 miles more of road were — during five 
months of the year, and there was a decrease of 142,177 
engine miles, and an increase of 1,313,917 car miles. 

This result should be appreciated by the owners of the 
road, and is, no doubt, very nslaialcdins to Mr. Blackwell. 


‘Gontributions. 


Retrenchment Papers. 
V. 
TRAIN AND STATION SERVICE. 

Retrenchment in train and station pay-rolls may be effected' 
in two ways; that is to say, we may either reduce the wages: 
paid or reduce the number of employés. Reductions in 
force, however, such as are possible in the maintenance of’ 
way department, can not be made to the same extent in the- 
transportion department, for frequently in the latter case,. 
about the same volume of traffic must be handled after the 
reduction as before, and, other things being equal, there will 
be required about the same force to handle it. In train- 
service, therefore, any such reduction must be effected mainly __ 
either by requiring more work from each employé, or by 
handling the traffic with less trains. Wecan not, as in the 
case with the road department, put off the doing of certain 
things until the better times of next year or the year there- 
after. In the handling of traffic, whatever is to be done by 
the train and station force must be done now or never, and 
hence as the work of the train hands can not be increased, 
nor the fumber of trains diminished to any very consider- 
able extent on an already well managed road, the reduction 
of expenses to be obtained will usually be in the nature of 
things small, rather than things great. Yet in the operating 
expenses of a great railway corporation, each drop of water 
helps to fill the bucket, and the ‘‘ penny saved is the penny 
earned” just as truly in the case of a corporation as of an in- 
dividual. 

It should be remembered, however, that good or bad 
management in the transportation department is not alone 
confined in its effects to the expenses chargeable to train and 
station service. It affects the cost of repairs to track and 
rolling stock; it may either increase or decrease that portion 
of the annual interest charge due to cost of equipment, and 
extends its influence in many directions which at first would 
hardly be suspected. Of these indirect effects of ability or 
incompetency on the part of the transportation officer, how- 
ever, I shall speak in a future paper. 

So far as concerns reductions in the rates of wages paid, 
small reductions can usually be made ; and made more easily 
in the case of the station than of the train force, where much 
will depend upon the wages paid by connecting lines, and 
with trainmen the reduction can be effected with much less 
friction if it be part of a combined movement by other roads 
in the same section of the country. The organizations of 
superintendents which have come into existence during the 
last few years, now render possible to traffic officers an inter 
change of views and joint action upon the wages and other 
similar questions which could not be had in former times. 

Any attempt to cut down expenses in this way, however, 
must be reasonable and founded on equitable principles to be 
ultimately successful. Such reductions usually first affect 
the wages of crews on line freight trains, and are least suc- 
cessful in the case of locomotive engineers, as the ‘‘ Brother- 
hood” will generally have a controlling voice in the mat- 
ter. 

We must next consider the possibilities of reducing the 
force, by requiring those who are left after the reduction to 
perform more work than before. 

As regards train crews, this can be done by increasing 
their weekly train mileage; that is to say, by either increas- 
ing the length or the number of their runs, or both. Here, 
again, much good will come from an interchange of views: 
between operating officers in the manner already suggested. 
It will often be found that, of several roads running from 
the same terminus or even using the same union depot, there 
isas great a diversity as to the weekly train mileage and 
hours of service required from their men as there is differ- 
ence in their respective rates of pay. What is needed here is 
uniformity in the amount of service required, considering 
the compensation received therefor. It is not so much his 
actual train mileage that'a trainman becomes dissatisfied 
with, as it is the fact that his friend Jones, on the X., Y. & 
Z. road, receives more money for the same, or the same 
money for a less number of miles run per week. There seems 
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to be a tendency at present in certain quarters to equalize 
train mileage and rates of pay, but there is still a consider- 
able lack of uniformity in this respect in the practice of 
many of our railway corporations, 

When trainmen are making the maximum mileage per 
week which can be expected, it is still possible to reduce the 
force in two other ways. We may inquire, first, whether we 
can reduce the number of men per train, and, second, 
whether by the removal of a train here and the changing of 
the time of a train there the traffic of a road cannot be con- 
ducted with fewer trains, and yet, all things considered, with 
equal or nearly the same satisfaction to the freighting and 
traveling public (or at least with facilities which are reason- 
able under the circumstances), and thus enable the road to 
dispense with the service of an occasional train crew. 

Here the Superintendent or Master of Transportation will 
find a field well worthy of his best efforts, and his ability wil] 
be somewhat measured by his success. How far, if at all, the 
number of men allotted to each train can be reduced without 
danger or delay to the traffic, is a nice question, to say the 
least; but it is still more difficult to determine when and how 
to cut down the number of trains, and rearrange the time- 
table without detriment to the volume of the traffic, and yet 
with benefit to the corporation purse. To be able to do this 
well, the officer must have an intimate acquaintance with the 
nature and amount of the various items of freight and pas- 
senger traffic, so as to be able to forecast the effect upon earn- 
ings of any change in number and arrangement of trains. 
One class of passenger traffic might be entirely destroyed, 
while another was greatly strengthened or even created, by 
a projected change in the time of certain trains. Generally 
speaking, the less the competition the less will the operating 
officer be hampered in his endeavors to economize by modify- 
ing his time-table. 

Similar in some respects to these problems are those which 
may arise as to train crews and engines used at important 
stations for switching purposes and as helpers for freight 
trains on roads of heavy grade, and the question will often 
arise of adopting a policy of increasing the capacity of freight 
engines or of doubling up light engines in order to increase 
the average number of cars per freight train, and so reduce 
the number of train crews required to handle the traffic. 
Sometimes switching crews at certain hours of the day, when 
they would otherwise have little to do, can, without slighting 
their regular work, be sent along to the top of some not far 
distant grade to pick up on their way such freight cars as 
have been dropped off by heavily loaded trains, and leave 
them at the summit for the next freight train to carry along. 

Again it may be found that by asking a little extra work 
from trainmen, which they usually will not object to render 
in times of financial straits, it can be arranged for train 
crews todo their own switching, and thus special switching 
crews and engines can be dispensed with at many points 
where at first sight they might be deemed indispensable. The 
question, too, of increasing the number of cars in freight 
trains, where the road is handling any considerable volume 
of freight traffic, is one of the greatest importance. If two 
heavy engines can be made to haul the same cars which for- 
merly required the services of three lighter ones, then the 
wages of one engineer and fireman, together with interest on 
first cost and cost of maintenance of one engine can thereby 
be saved; likewise the wages of one freight conductor, and 
two or three brakemen. Moreover, the number of freight 
trains on the road is reduced in the ratio of three to two, and 
as most of the delays to traffic on single track come from this 
source, to wit, an overplus of through freight traffic, the 
trouble and expense attendant upon a crowded state of the 
road, and the expense and danger attendant upon train dis- 
patching, together with the risk of accident and its attendant 
expense—all these items are reduced in even greater ratio. 

Many of these advantages, though not all, follow from the 
use of two light engines on a long train in place of single en- 
gines and short trains, where powerful engines are not avail- 
able. 

There are two items of expense, especially on roads having 
a heavy freight traffic, which rarely receive attention ; for 
while it is easy to see that they are sources of waste and un- 
necessary expense, the remedy is not so obvious. I refer, re- 
spectively, to coupling-links and pins, and to flat wheels on 
freight trains. It has been stated that in 1873 links and pins 
cost the Lake Shore Company $50,000, truly an item worthy 
of some consideration. The discussion by Mr. J. M. Good- 
win of the subject ‘‘ Cost of Links and Pins,” in the Railroad 
Gazette of Nov. 21, 1884, page 829, is commended to the 
manager seeking a remedy. 

As for flat wheels, I am informed by a former superintend- 
ent of one of our New England roads that some three or four 
years since on his division they on the average sent to the 
shops four or five trucks per day on account of wheels too 
flat to be received by the connecting line. Of course, this 
means a considerable item of expense, and one chargeable 
wholly to carelessness of brakemen in sliding the wheels. 
Just how the evil can be checked is a question I am not now 
prepared to discuss, but the subject deserves attention from 
the careful manager. With clerk’s wagesat $2 per day, how 
many clerks would this one item of expense represent / 

Other subjects connected with retrenchment in trains and 
station service must be reserved for the next paper. 

Epwin A. HILL. 








Car Steps. 


At the West Albany shops of the New York Central they are 
putting a new style of step on all passenger cars that come in 
for repairs. They have 9 in. rise, but there are no regular 
risers. The back of the step is inclosed by a board set at an 
angle. The platform is reduced 8 in. in width. The top of 
the lower step comes within 13 inches of the top of the rail. 
The steps of the cars of this road have always been considered 





particularly easy to reach from the rail] level, but these are 
still easier. For stations where there are no platforms, and 
the cars have to be reached from the ground, this is a great 
improvement. As the new steps do not project any further 
than the old style, there is no difficulty in using them on the 
main line,— National Car-Builder. 








Boston Terminal Facilities. 





In a long and interesting article on the harbor of Boston 
and its present and prospective improvements, the Boston 
Herald gives the following account of the terminal facilities 
of the railroads in that city: 


Having learned from the Land and Harbor Commissioners 
of the wonderful availability of Boston harbor for a system of 
docks which could accommodate an almost continental 
foreign commerce, it is perhaps proper that what has already 
been achieved and done to accommodate a large and growing 
commerce should be glanced at, It has been shown that 
Boston possesses tidal advantages in her natural deep water 
approaches which have been denied the other great seaport 
cities of the United States; and it may now be added that 
she has unrivalled terminal facilities for receiving and 
forwarding the products of foreign countries and of our 
own grain-producing West and Northwest, which are 
made readily and economically available by a_ con- 
veniently central system of railroads, first-class docks, 
wharves, elevators and warehouses. The wharves of Boston 
are sheltered by commodious discharging sheds, which are 
entered by the tracks of the freight railroads, connecting the 
wharves with all the through fast — lines of the United 
States and Canada, so that goods may be delivered directly to 
and received from the ships without delay or intermediate 
handling or carting, and without liability to weather damage, 
Few persons, it is safe to say, outside of those whose business 
and interests make such knowledge desirable or indispensable, 
are aware of the real character and extent of the improve- 
ments which have been made in the terminal facilities of 
Boston in the as 25 years, or even in the past decade. There 
are eight railway lines which have terminal grounds in 
Boston, and most of them connect directly or indirectly 
with the entire railway system of the United States, the Do- 
minion of Canada and the Republic of Mexico. There are 
two local railways, one of which, the Grand Junction—which 
runs from Brookline around Boston to the harbor front of 
East Boston—is operated by the Boston & Albany Railroad 
Co.; and the other, the Union Freight Railway—which runs 
from the Fitchburg freight yards along the wharf front of 
the city proper—is operated by the Old Colony Railroad Co. 
There are, in and around Boston, and owned by the eight 
lines of railroad terminating here, about 546 acres of freight 
area, exclusive of the land which is occupied by freight and 
warehouses, hay and lumber sheds, elevators, pier sheds, coal 
runs, etc., ete. 

THE BOSTON & ALBANY. 


The land thus covered is often quite exteusive in area, as 
may be illustrated in the case of the Boston & Albany Rail- 
road Co. This company has a freight area of about 124! 
acres, while its buildings in Boston and East Boston cover 
nearly 15 acres. The Boston & Albany terminal system, it 
may thus be judged, is quite an extensive one. It has an 
elevator in Boston, on Chandler street, with a capacity of 
500,000 bushels, which is used for storage and local purposes 
almost exclusively. It has over 36 miles of side tracks for 
freight, about 151¢ miles of which are in Boston, and about 
the same number in East Boston. The Grand Junction road, 
which is owned by the Boston & Albany Co., commences at 
Cottage Farm station, on the Boston & Albany road, and 

sses through Cambridgeport, East Cambridge, Somerville, 

verett and Chelsea, to the yards and docks of the company 
in East Boston. The tracks of this road connect with the 
Fitchburg, the Lowell, the Boston & Maine (and the Eastern 
Division of the latter), and through the Lowell§with the Mas- 
sachusetts Central. The Boston & Albany Railroad has a water 
frontage in East Boston of 5,300 ft., has six docks, three of 
which have a frontage of 2,500 ft., and can accommodate six 
large ocean steamers atthe same time. The other three docks 
are for the accommodation of coasters, coal vessels, etc. In 
the steamer docks there is, at ordinary low water, » depth of 
25 ft: There are six piers at the Grand Junction yards, three 
of which are covered, and on the piers and grounds there are 
17 other buildings, including bonded warehouses, coal run 
andelevator. The elevator at East Boston has a capacity of 
1,000,000 bushels; can discharge 120 cars of grain per day; 
has 12 elevators for unloading cars; has six shipping eleva- 
tors and can deliver 20,000 bushels per hour to vessels. It is 
alongside the dock, and delivers grain direct to vessels by the 
use of shipping-spouts. The proportion of grain delivered at 
this elevator for local use is very small, the bulk being for 
export and coastwise delivery. At the company’s coal run 
vessels are discharged at the rate of 100 tons per hour. 


THE BOSTON & LOWELL. 


The Boston & Lowell Railroad Co. has about 67 acres of 
land devoted to freight purposes, 7 of which are in Boston, 
29 in East Cambridge, and 31 at Mystic. The freight station 
at Charlestown, which fronts on the harbor at the mouth of 
the Mystic River, is connected with the main line by a branch 
track about 214 miles in length, and is furnished with several 
miles of sidings. On the wharf are a capacious wooden freight 
house and a transfer elevator, which can deliver to vessels 
4,000 bushels of grain per hour. The depth of water at the 
elevator berth is 24 ft. at low tide. On the wharf there are 
10 berths, from each of which can be dischar 25 tons of 
coal per hour. Eight of these berths have a depth of 20 ft. 
at low water, and two have about 10 ft. There are three 
other berths, each with a depth of 20 ft. at low water. There 
are 29 coal kets, having a capacity of 13,000 tons. Two 
Pennsylvania coal companies lease a portion of these terminal 
grounds, and have erected coal elevators, etc. 

The Mystic freight yard is capable of accommodating 800 
cars. The wharves at Mystic, fronting directly upon the 
harbor, will, when contemplated improvements are com- 
pleted, furnish splendid facilities for foreign steamship ac- 
commodations, with some 2,000 ft. of berths, 


THE BOSTON & MAINE. 


The Boston & Maine Railroad has nearly 40 acres of land 
devoted to freight purposes in Boston, Somerville and Cam- 
bridge, but has no deep water terminal facilities of its own. 
It can, however, avail itself of the docks and elevators in 
Boston and East Boston, by means of the tracks of the Union 
Freight and the Grand Junction railways and also by the tracks 
of the Eastern road which it has leased. On its se ee wharves 
in Somerville it has extensive coal pockets, freight houses, etc. 
The Eastern division of the Boston & Maine Railroad (the old 
Eastern Railroad), has an aggregate area for freighting pur- 

of nearly 77 acres, nearly all of which is in Boston and 
East Boston. The Eastern has dock facilities at East Boston 
for receiving and loading by largest — —— a 
sailing vessels engaged in carrying e, though per 
not such a monster steamer as the Cunard ‘ Etruria.” The 
two docks are to 26 ft. depth at low water. The 
water frontage is 370 ft., and the width of the wharf, which 





— 


is covered, is 180 ft, The facilities for discharging and load- 
ing vessels at these docks are superior, 


THE FITCHBURG. 


The Fitchburg Railroad is one of our transportation com- 
panies which owns or connects directly with some of the best 
and most available terminal grounds in Boston. It owns in 
Boston and ge | over 116 acres of freight yards, dock and 
wharf eo t has about 11 acres of freight houses, 
warehouses, elevator, covered piers, etc. Its Constitution 
wharf property has a frontage of 480 ft. on the harbor com- 
missioners’ lines, and is one of the best located water-fronts 
on the harbor, It has a pier covering 131,540 square feet, 
and an area of docks of 52,000 square feet, in addition to the 
end berth, There are also berths at this wharf for the ac- 
commodation of three large ocean steamships, dredged to 25 
ft. at low water. It has a large shed on the pier for receiving 
and discharging cargoes, covering 53,010 square feet, in 
which run the tracks of the Union Freight Railrvad, thereby 
connecting this wharf with all the railroads and principal 
wharves in Boston, The company has also, at Constitution 
Wharf, an elevator with a capacity of 160,000 buskels, 
which can deliver to vessels at the rate of 4,000 
bushels per hour, by the belt system, this being the 
first elevator in Boston to use that system. The company 
also owns Caswell’s Wharf, which is situated between the 
Navy Yard and the Hoosac Tunnel Dock & Elevator Co,’s 
location, in the Charlestown District. This property, which 
is now under lease to private parties, is bonded for receiving 
and storing salt, iron and general foreign cargoes. About 
51,000 square feet of the wharf are covered by iron-sheathed 
warehouses, The wharf on to which the tracks of the Fitch- 
burg road run is also used as a shipping point for the ex 
portation of ice, The docks have an area of 35,688 square 
feet, and have a depth, respectively, of 14, 15 and 18 ft. at 
low water. There are three berths at this wharf, and off the 
end berth there is a depth of 24 or 25 ft. at low water, The 
Fitchburg Co. connects with the Hoosac Tunnel Dock & 
Elevator Co.’s location in the Charlestown District, which 
possesses a plant covering about 15 acres, of which more 
anon. The Fitchburg Co, has railroad wharf facilities in Bos- 
ton aggregating 5,650 ft. in length, of which 2,600 ft, is on 
Miller’s River and 2,150 ft. on Charles River, and is used for 
the local trade, 

This company, through its tunnel and northern conne¢- 
tions, has direct connection with the vast system of western 
and northern roads of this country, Canada, Mexico, etc., and 
is destined to be one of the great freight-carrying and 
freight-delivery corporations of Boston’s great and prosper- 
ous commercial future. 

THE NEW YORK & NEW ENGLAND. 

The New York & New England Railroad, which is the 
successor of several others that have operated its road, is one 
of the Boston railway lines which evidently has a great 
and prosperous future before it. Itlacks, however, direct 
rail connection at its western end with the vast network of 
railways across the Hudson River, which woild. secure to it 
an immense ,carrying trade of products of the South and 
Southwest, as well as the West, not to mention the vast coal 
transportation it would naturally fall heir to. This connec- 
tion will no doubt be made within a few years at most and 
then, not only will the double track of this road find full 
occupation, but its unrivalled terminal grounds on the 
Commonwealth flats at South Boston will be filled with 


en for exportation abroad as well as _ with 

goods of importation destined to points in the in- 

terior on the lines of road and its connections. 

The company has within the city of Boston about 

102 acres of terminal grounds, the most of which 

te located on the South Boston flats improvements. 
e 


dock system at these grounds is extensive, and, when 
completed, these docks, four in number, will be capable of 
accommodating 17 large steamships at one time. Two large 
docks, each 850 ft. in length, have been completed, one of 
which is dredged to 26 to 28 ft., and the other to 27 to 30 
ft. at low water. There is a large elevator at the docks, with 
a capacity for storing 520,000 bushels of grain, which can 
deliver to two vessels at one time if required at the rate of 
10,000 bushels to each per hour. The elevator can transfer 
150 cars of grain per day, equivalent to 80,000 bushels 
of wheat or corn. With the old system of delivering grain 
it was necessary for the vessels to lay alongside the elevator 
and receive their cargoes through the spouts direct from the 
shipping bins; but with the rubber belt and the galley system in 
use in this company’s elevator, a vessel can remain at her 
discharging berth, whether 200 or 1,475 ft. distant, and re- 
ceive her cargo. The elevator building contains eight ele- 
vators capable of unloading eight cars of grain at once by the 
use of steam shovels. The time used in elevating a car load 
of grain is 10 minutes. The elevator building also contains 
three shipping elevators to receive from the bins and discharge 
to the six shipping bins, and thence to the rubber belts in the 
galleries. There are 88 bins in the elevator, capable of con- 
taining from 4,500 to 6,500 bushels. The company’s water 
frontage, including all the docks, is 9,297 ft. The frontage on 
the harbor commissioners’ line is 2,795 ft., all of which is 
available. 

OTHER LINES. 


The Boston & Providence Railroad Co. has a total land 
area in Boston for freight and passenger purposes of over 14 
acres. It has no wharf property of its own on the harbor 
front, and owns no elevators or coal pockets, but it is con- 
nected with the other lines terminating in Boston by the 
Grand Junction road, and with the wharves and docks of the 
city through the Union freight railroad. It has a large 
and growing local freight t c. 

The Old Colony Railroad, or system of railways—for its 
lines cover nearly the whole of southern Massachusetts and 
extend across the state—has within the city limits about 13 
acres of land used for freight purposes. It has a limited 
water front on Fort Point Channel, but no docks, elevators 
or wharves for loading large vessels. It is, however, con- 
nected withthe wharf and dock system of the city, through 
the Union Freight Railway, which it operates. The 
Union Freight Railway Co. is a most important auxiliary to 
the terminal facilities of Boston, connecting, as it does, the 
various railway lines with the wharves in the city proper. It 
connects Constitution, Union, Eastern avenue, meg Com- 
mercial and T wharves with all the railroads terminating in 
Boston, and by its system of tracks the freights of the several 
roads enter the spacious covered discharging sheds on the 

iers of the wharves named, and thereby avoid delays and 

ages consequent to bad weather. The company owns 
about 414 miles of single track, and uses, in addition to its 
own, the tracks owned by some of the wharves and railroads 
in doing its general business. It is double tracked nearly all 
its extent on the line of the wharves, and has sidings and 
sheds for the storage of cars. 

In addition to the wharves, docks and elevators belonging 
to and operated by the railroad companies, as already given, 
there are others which are operated by separate companies. 
Among these the most important in extent is the Hoosac Tun- 
nel Dock & Elevator Co. The property of this company 
faces on the harbor between the Navy Yard and the Charles 
River bridge. The total area of this property is over 14}, 
acres. There are four piers and berths for four ocean 
steamers, and the depth of water in the same at low tide is 25 
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feet. There are also extensive two-story warehouses on the 
piers, the second stories of which are used for the warehous- 
ing of bonded and free goods, both foreign and domes- 
tic. These warehouses are fitted with hydraulic cle- 
vators, to be used in the storing of goods. Double 
tracks of the Fitchburg Railroad pass the pier heads, and 
branches of the same enter the warehouses, and also pass 
alongside all the docks and warehouses. The grain elevator 
is capable of storing 600,000 bushels of grain. It contains 90 
bins in actual use, with a capacity of 3,500 to 7,000 bushels ; 
has three shipping elevators ; can elevate five carloads of 
grain at one time and can easily discharge 150 cars of grain 
per day by the use of steam shovels. The elevator can deliver 
grain to vessels at any berth of the company’s docks by the 
belt galleries. Galleries are built on eaeh side of the ware- 
houses, and grain can be delivered at the rate of 15,000 
bushels per hour. 

Besides the stationary grain and other elevators in Boston, 
there are in our harbor a fleet of ——— —_— o> ames 
aggregate carrying capacity, together with several floating 
elevators beloneing tothe Bo Towboat Co. 

PROPOSED IMPROVEMENTS. 


There are several schemes for improving the very fine ter- 
minal facilities which Boston already possesses, but which 
will, no doubt, be all needed in time for the growing com- 
mesce of our city. One of these is what is known as the 
Ocean Terminal ilroad, Dock & Elevator Co., which was 
incorporated by a special act, May 6, 1881, and given power 
to acquire by purchase the plants of the Ocean Terminal Rail- 
road Co., and the Mystic River Co., and authorized to con- 
struct and maintain elevators, warehouses, and other build- 
ings and structures suitable for terminal facilities for the 
reception, storing, delivering and forwarding of freight, and 
to lay and maintain railroad tracks upon any of its wharves 
and terminal unds, and connect with the tracks of any 
railroad port te to said terminal grounds and wharves. 
The property to be thus acquired by this omg ge is located 
at the mouth of the Mystic River, adjoining the property of 
tae Boston & Lowell road, and consists of about 60 acres. The 
proposed improvements cover a lineal dockage of about 2 miles 
and an area of doc of 50 acres, and extend about three- 
quarters of a mile on the main and north channels, below and 
above the Chelsea bridge avenue. This property may be said 
to be in process of development, and when completed it will 
be connected with the entire railway system of the city, and 
consequently with that of the whole country. 

Another pro terminal ground is that of the East Bos- 
ton Railway, Dock & Elevator Co., which was chartered by 
special act May 13, 1881. This company proposed to locate 
its terminal grounds from the commissioners line inward, and 
embracing the shore from the Meridian street bridge to Chel- 
sea to the northern boundary of the wharf estate of the G. 
Howland Shaw heirs. The location of this proposed terminal 
ground covers over 32 acres, and has a harbor frontage of 
about 2,660 ft. About a quarter of this territory is already 
filled and piled, and conveniently arranged in part for docks 
and wharves. The enterprise, however, has not been carried 
out; but like other proposed schemes of the kind, may ripen 
under the influence of the growing and expanding needs of 
Boston’s commerce. 

East Haven is another of the proposed terminal grounds 
for the development of which a charter was granted by the 
Legislature some 9 or 10 years ago. The grounds proposed 
to be utilized by this company lie on the northeast of East 
Boston, extending from beyond Jeffrey’s Point across to 
below Breed’s Island; but the scheme, though an elaborate 
one, fell through, and is now hardly thought of in connection 
with our terminal grounds of the future. 

Another scheme, which has not yet been given to the public, 
is that of making docks and terminal grounds at and about 
tae harbor front of Point Shirley. Here, it is said, a series of 
docks could be more cheaply constructed than at any other 
point in Boston harbor. There is deep water near the shore, 
and the channel from President roads could be easily deep- 
ened so as to admit the deepest draught ships to discharge and 
load, saving to them a number of miles of harbor navigation. 
This point is now connected with the tracks of the Eastern 
Division of the Boston & Maine road by the Boston, Winthrop 
& Shore Railroad Co., and ‘it is said that the late Gov. Hale, 
of New —— was interested in the latter corporation, 
chiefly with the view of os a scheme of an ocean rail- 
way terminal at Point Shirley. 

’ The aggregating area available for ocean commerce in Bos- 
ton harbor is about 1,820 acres, though even this estimate 
could be, should the occasion demand it, largely exceeded by 
the utilization of new grounds not in this estimate, such as 
those at Point Shirley. 








THE SCRAP HEAP. 


A Conscientious Pass-holder. 


During a very tedious ride on a certain railroad out of 
Memphis, the passengers, tired, dusty and thirsty, all cussed 
the company with the exception of one single nger. 
His fellow-passengers commented on this and asked him why 
he didn’t cuss the road too. 
replied, ‘‘ as I am traveling on a free ; but if they don’t 
do better pretty soon, —— me, if I don’t go out and buy a 
ticket and join you.”—Rochester Democrat and Chronicle. 


Train Talk. 


A middle-aged, eye-glassed woman from Peoria had just 
concluded a lecture to her husband on the rights of women. 
He was in a seat beside her, next to the window, and couldn't 
escape. As she stupped for breath and to note the effect her 
effort had had upon her victim, a man sitting a couple of 
seats back remarked to his companion : 

“It’s so funny how many strong-minded women there are 
in the country now.” 

He didn’t intend to be overheard, but in about two seconds 
a woman with flashing eyes and a big jaw was standing be- 
side him. 

‘You are right, you little sneak of an eaves-dropper,” she 
hissed out; “‘you’re right, you little whipper-snapper in panta- 
loons. There are a good many strong-minded women in this 
comaey, and it’s about time too. With so many weak- 
minded men running loose, it’s time the women were coming 
to the front. Don’t you speak to me !” 

He didn’t.—Chicago Herald. 


A Single-Track Engineer. 


‘* Yes,” remarked an old engineer, ‘“‘I used to run on the 
New York Central, but I quit °em voluntarily.” 

* Didn’t you like the road ¢” 

‘** Yes, all but the double tracks. It was a two-track road 
then. I don’t want any double-track running in mine. It 
isn’t safe. Give mea single-track road every time. You 
think it funny, don’t you ? ’Tis queer, for a fact, but I know 
what [ am talking about. Did you ever ride ona locomo- 
tive ¢ On the cow-catcher ? Well, then, you must have 
noticed that whenever she strikes a bridge she seems to drop 
down alittle. It’s the bridge setting under the terrific 
pressure. As you first strike it feels asif you were going 
down, sure enough. Perhaps you never thought of the tre- 
mendous blow « locomotive strikes on a_ bridge. 
Its not alone the weight of her, but when she’s 


“Tt would be hardly fair,” he | © 


making forty or fifty miles an hour and comes down 
on a bridge it’s enough to make it settle. Right here 
comes in my objections to double-track roads. The bridges 
on these roads are generally built continuous—one bridge for 
both tracks. I was running along one day and was just ap- 
proaching a bridge, when I saw another train coming toward 
me. Allof asudden the thought ran through my brain— 
what if both locomotives should strike the bridge at the same 
instant, one at either end? The very thought of it startled 
me so that I shut off steam and put on the brakes. I ain’ta 
coward, but Idon’t want any of that in mine. I wouldn’t 
risk 50 per cent. of the railroad bridges in the country to 
stand a blow from both ends at the same instant. Of course, 
a road may go along a year and two trains may never happen 
to meet just that way—and even then the bridge might stand 
it—but i thought so much about the thing that I lost con- 
fidence in myself on the Central and resigned. 
single-track engineer ever since.—Chicago 


Ornamenting the Road. 


The Erie is beautifying the grounds around the depot at 
Goshen, and it now,presents a very attractive and inviting 
appearance. Handsome flower gardens are being placed at 
both ends, and the surroundings are being otherwise- beauti- 
fied. Similar improvements are being made at other stations 
on the Eastern division.—Port Jervis Gazette. 

The policy thus adopted on the Erie and a few other roads 
deserves to be very widely imitated. The improvement in 
appearance is of more value, both to the road and the towns 
on its line, than many people suppose, and the cost is very 
small if properly managed. 


A Murdered Man as Baggage. 

Last week we noted the startling incident of the finding of 
a murdered man in a trunk which had n checked as ordi- 
nary baggage from Chicago to Pittsburgh. A clew has been 
found to the sender, and three Italians have been 
arrested in Chicago and held for trial. It is believed, from 
the evidence already found, that he killed the man who has 
been identified as an Italian named Caruso) and sent his body 
off in the trunk as the easiest way of getting rid of it. The 
men in Chicago have since confessed. 


I’ve been a 
erald. 


Train Wreckers. 

A dispatch from Savannah, Ga., May 10, says: ‘Train 
wreckers set on fire the trestle on the Savannah, Florida & 
Western Railway, 50 miles north of Jacksonville, yesterday. 
While burning the train ran into the trestle, and the locomo- 
tive and fifteen cars were burned. No lives were lost. This 
morning the trestle, a short distance north of the same place, 
was set on fire, but the fire was discovered by an approaching 
train. All the trestles on the road are guarded.” 


The Robert Packer Hospital. 


It will be remembered that by the will of the late R. A. 
Packer, of the Lehigh Valley road, his handsome residence 
at Sayre, Pa., was given as a hospital for railroad men and 
others in the employ of the Lehigh Valley road. A meeting 
of the trustees appointed under the will was held last week, 
when the board was organized and executive and other com- 
mittees appointed and all necessary arrangements made. 
Some slight alterations will be required in the building to fit 
it for its new use, and as soon as these can be finished the 
hospital will be opened. Besides the building Mr. Packer left 
a sum amply sufficient for an endowment. 


Lake Shore Directors. 


Since its organization in June, 1869, the Lake Shore & 
Michigan Southern Railway Co. has had 38 directors in all, 
of whom 13 have died and 25 still survive, 120f them being 
no longer in the board. Of the original 13 six have died, an 
only one—Mr. Wm... L. Scott—is still a member of the board 
in continuous service. Another of the original 13—Mr. 
Jephtha H. Wade—is now a director, but has not served con- 
tinuously, having retired in 1870, after only a year’s service, 
and returned in 1883. The shortest term of service was that 
of Mr. George B. Ely, who was a director from June 2, 1869, 
to Aug. 18 of the same year, serving only 244 months. The 
Lake Shore, however, has had fewer changes in that time 
than most other prominent companies. 


Fast Time. 


What is claimed to be the best time ever made over the Lake 
Shore line was thatof a special train which left Chicago at 
9 a.m. Friday, and reached New York at 8:45 a. m,. Satur- 
day, the trip being made (allowing one hour’s difference in 
time between the two cities), in 2234 hours, including stops. 
The train carried a ae ta of railroad men, among 
whom were Messrs. W. K. Vanderbilt, Frederick W. Van- 
derbilt, Dr. W. 8. Webb, John Newell, of the Lake Shore 
road, H. W. Gray, W. 8S. Hoyt, Frank Foster and H. B. 
Hollis. The trip was made over the Lake Shore and the New 
York Central roads, and the running time was as follows : 


Miles from 

Left. Chicago. 

NN ioc, 55 oee ia. 14a Soko wanceenen 9:00 a. m. Re 
Roos nccntessakasivweae. sxctiveensc Os 241 
Ne reer rrr re 4:52 p. m. 339 
RS atrachedn tc tebevsstsusmer abe wan 6:47 p. m. 437 
IDs. sccharaancenastaneaaee \ones 8:43 p. m. 540 
eer ree ee 8:45 a. m. 990 


The average speed, making no allowance for stops, was 
4314 milesan hour. The time lost in stopping is not given. 








ANNUAL REPORTS. 


The following is an index to the annual reports which have 
been reviewed in previous numbers of the current volume of 
the Railroad Gazette: 
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Carolina Central. 





This company owns a line from Wilmington, N. C., oom 
Charlotte to Shelby, 242 miles. The report submitted at the 
annual meeting is for the year ending March 31. : 

The capital stock is $1,200,000. The funded debt consists 
of $1,800,000 first-mortgage 6s, $1,200,000 second-mort- 
gage 6s and $1,500,000 third-mortgage 6s, Interest is obli- 
gatory on the first-mortgage bonds only, the others being it- 
come bonds, 

The road is owned and controlled by the parties who own 
the Seaboard & Roanoke, the Raleigh & Gaston and the 
Raleigh & Augusta Air Line. 

The earnings for the year were: 





1884-85. 1883-84. Ivuc.or Dec. P.c. 

ee ELS $528,122 $555,275 $27,153 4.9 

pe eer 456,401 490,977 D. 34,576 7.0 

Net earnings. .... $71.721 $64,298 I. $7,423 11.5 

Gross earn. per mile. 2,182 2,295 D. 113 4.9 

Net ™ a ; 296 266 =O: 30 0=—11.5 
er cent. of exps..... 86.4 88.4 D. 2.0 


Payments from net earnings are not stated. The work of 
laying steel rails and making other improvements was con- 
tinued, the expenditures for betterments, which are included 
in expenses abdve, amounting to $133,217 last year. 





York & Peachbottom. 


This company owns a line from York, Pa., to Peachbottom, 
40 miles. The road is of 8 ft. gauge. The report is for the 
year ending Dec. 31. 

The company has $32,500 first and $197,800 second 5s, 
The floating debt is $53,205, making the total debt $283,005, 
or $7,077 per mile of road. 

The earnings for the year were : 


1884. 1883. Inc.orDec. P.c. 
Earnings ....:.. .. ..... $55,064 $58,299 D. $3,235 5.6 
pe Se ere 36,014 48,837 D. 12.823 26.2 

Net earnings........... $19,050 $9,462 I. $9,588 101.3 
Gross earn. per mile..... 1,377 1,457 =D. 80 56 
Net ™ ane 476 a 2 239 101.3 
Per cent. of exps ....... 65.5 83.8 D. 183 


The net earnings were sufficient to pay interest on the bonds 
and leave a surplus of $7,560 for the floating debt. 





Lake Shore & Michigan Southern. 


The mileage of road worked by this company at the close 
of 1884 was as follows : 


Miles. 

Main line, Buffalo to Chicago............ 60000. ceee ee 540.49 
eee ee rrr tee re ee ee $24 88 
Three proprietary roads, wholly owned by thiscompany. 160.07 
III ci nize GuacSheecetcuons cadlicnceaeset bes 1,024.94 

ee MI I i055 Sp tin eiwanints salccennenes sme ceane sues 315.41 
Se nn ee ene eae ere 1,34 40.35 


There are 266,24 miles of second track and 548 miles of 
sidings, making a total of 2,154.59 miles of track, whereof 
1,521 miles are laid with steel, 81 miles of steel having been 
laid last year. The only changes reported are an addition of 
0.41 miles to the leased lines, and 3.28 miles of new sidings. 

The equipment includes 553 locomotives; 134 passenger, 
28 smoking, 12 combination, 20 emigrant and 105 baggage 
and mail cars: 9,930 box, 1,339 stock, 289 oil, 1,805 flat, 
2,555 coal and 271 caboose cars; 2 pay cars, 10 derrick, 9 
tool and 147 dump cars. 

The general balance sheet is as follows : 

Liabilities. 








Capital stock ($533,500 10 per cent. guaranteed).... $50,060,000 
Funded debt : 
Lake Shore & Michigan Southern, 864.87 miles.... 46,192,000 
Detroit, Monroe & Toledo, 62.36 miles......... . .. 924,000 
White Pigeon & Kalamozoo, 36.57 miies..... .. ... 600,000 
December pay-rolls, vouchers, etc..............05..55 2,975,161 
Dividend paid Feb. 1, 1885, viz: 
5 per cent. semi-annually, guaranteed stock........ 26,675 
Income, or profit and loss account................0.6- 4,547,258 
ES RA Se rte $15,265,002 
Assets } 
Lake Shore & Miehigan Southern and branches, £61.87 
miles....... re ee $66,700,000 
Equipment—551 locomotives, 16,927 cars.... ........ 17,300,000 
CECE TSEC Te 
Detroit, Monroe & Toledo, 6236 miles.... ‘ vies 






1,381,600 
White Pigeon & Kalamazoo, 36.57 miles. 6 
Northern Central Michigan, 61.14 miles. ‘ 
Jamestown & Franklin, 51 miles.. .............. ... 2,126,530 


Chicago & Canada Southern. ....... 0... scssccccccees 715,000 
Stocks owned: 
Lake Shore and Michigan Southern (2,681 shares).... 268,100 
Detroit, Monroe & Toledo Railroad (4,140 shares, en- 
Cire INsUE EXCEPt OME BNATS)... ......00cccecrcscasecces 414,110 
Cincinnati, Wabash & Michigan (4.084 shares).. .... 437,000 


Pittsburgh & Lake Erie (stock 18,510 shares and 
BOR GBU WOEND) 0 52s cscs csiccen sessed eeessnesseeevesse 2,141,111 
Capita! advanced to co-operative despatch lines..... é 29,824 


Merchants’ Despatch Transportation Co 575.700 








Erie & Western Transportation Co . ang bruteeee &, 45,509 
New York, Chicago & St. Louis | $15-930.009 Goes | 6,527,000 
Cleveland, Lorain & Wheeling | $765:900 Grrscnree | 717,000 
Mahoning Coal R. R. {$175 G89 Grencrset [esses eo 250,735 
Pittsburgh & Wheeling Coal Co 22.682 
TIE UNOLCID. 20 00. sevecanncnee esuaieh: oct 3,1 
yar eee yee 136,180 
Pacific Hotel Co., Chicago—bonds and stock. 428,212 
ESS ee ee Ain. atid hile Wiaceaniaee te 218,682 
Uncollected earnings (collected since Jan. 1).. . .. 1,249,859 
General office property and other real estate.... . ... 365,77: 
Supplies—rails, fuel, etc............ .... aid iiciph age 966.311 
Valiey Railway, Cleveland—advances................. 277,981 
NE oe isaka theoseenl dae ee $105,265,092 


All fixed charges due Jan. 1, 1885, were provided for Dec. 
31, and includ 


in the fixed charges of the year 1884, 
The train mileage for the year was : 
1884. 1883. Inc. or Dee. Pie. 
Passenger........ 3,459,742 2.403.224 1, 56,518 1.7 
Freight .......... 5,828,746 7,176,597 D. 1,247,851 18.8 
Total ioco: miles.13,928,794 15,694,852 D. 1,766,058 11.3 
Av. train load : 
Passengers. No.. 55.1 63.4 D. 8.3 13.1 
Freight, tons. ... 252.7 245.4 I 7.3 3.0 


Locomotive service cost 16.5. cents..per mile run... The 
earnings per train-mile last year were: On passengers, 151.25 
pg gross and 63.87 net ; on freight, 160.56 cents gross and 
55.73 net. 

The traffic carried was as follows : 








1884. 1883. Decrease. P.c. 
Passengers......... 3,629,196 3,909,356 280,160 7.2 
Passenger-miles.... 190,503.852 215,715,155 24,211,313 11.7 
Tons freight, ...... 7,365,683 8,478,605 91,112,917 13.1 
Ppa whe . .1,410,545,674 1,689,512,415 278,966,741 16.5 

v. rate; 

Per'passenger-mile. 2.470 cts. 2.196 cts. 0,026 ct. - 1.2 
Pef ton-mile.... A. GBBQEE GLP EBS 0.076 ©. - 10.4 


The decrease in through passenger-miles was 17 and in way 
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9.7 per cent. The decrease in east-bound freight movement 
was 12.9 and in west-bound 21.3 pe cent. Of the total 


oe an 59 per cent, was east-bound and 41 per cent. west- 
mund, 
The rates per ton-mile, in cents, compare as follows: 
1884. 1883. Decrease.  P.c. 
East-bound.............+.++ 0.623 0.735 0.112 15.2 
WIN 0100555 éciwisen) Gah 0.694 0.718 0.024 3.3 
PID oasis + cicanesicn 0 652 0.728 0.076 10.4 


The course of rates on the traffic of this road for 15 years 
past has been as follows : 











Receipt per Profit per Receipt per Profit per 

pass.-mile. pass.-mile. ton-mile. ton-mile. 

Year. Cent. Cent. Cent. Cent. 
1870 < 3 0.904 1.504 0 572 
1871. 0.869 1.391 0.478 
1872. 0.785 1.374 0 454 
1873 0 664 1.335 0.389 
1874 0.774 1.180 0.413 
1875 0 554 1.010 0 273 
1876. 0.575 0.817 0.256 
1877 0.672 0.864 0.291 
1878 1.012 0.734 0.260 
1879 1.049 0 642 0.244 
1880 1.049 0.750 0.315 
1881 0.868 0.617 0.203 
Mtskssackad 0.991 0.628 0.215 
a 0.918 0.728 0.276 
1884 916 0.652 0.226 

The earnings for the year were : 

anes 1884. 1883. Inc. or Dec. P.c. 
i Sree $9,358,817 $12.480.094 D. $3,121,277 250 
Passengers... ... 4.133.729  4,736.088 D. 602,359 12.7 
Mail and express.. 1,099,045 1,048.038 I. 51,007 4.9 
Rents, etc......... 251,993 249,436 |. 2,557 1.0 
Total. . . ....$14,843,584 $18.513.656 D. $3,670,072 i9.8 
Expensrs.... ....... 9,133,522 11.001,853 D. 1,868,331 17.0 
Net earnings.. $5,710,062 $7.511,802 D. $1,801,741 24.0 
Gross earn.per mile 11, 13,817 D. 2,742 19.8 
Net a : 5,606 D. .346 24.0 
Per cent. of exps. 61.53 59 43 «2. Ss) ee 


Taxes are included in expenses, amounting to $521,543 las 
year. Renewals included 8,135 tons steel rails, 667,804 new 
ties, 97.14 miles new fence and 123 miles of track ballasted. 

The result of the year was as follows: 


Oe I IIs oa onic shsob0e sss sesng2 tenas . $5,710,062 
Interest on funded dehbt.................006 $3,220,870 
Rentals of leased roads .. .... ..... ss 446,450 
Dividends on guaranteed stock.. ... ...... 53,350 





— 3,720.670 

Surplus, 4.02 per cent. om stock...... 0 2... .eeee $1,989,392 
Dividends paid, 5 per cent.........000. + seccseecvccces 2,473,325 
I ia ii005 .<.ncanpmenh snncnaoowd: pass sa separ $483,933 


In 15 years the company has paid 86 per cent. in divi- 
dends, an average of 5.73 per cent. yearly. The dividends 
earned and paid during this period have been as follows : 

Earn’d. Paid. Earn’d. Paid. | Earn’d. Pald. 
..-. 9.60 8 1875... 2.20 2 1880 ...11.28 
187L.... 8.3 & 1876.... 3.26 344 | 1881 ... 8.02 
1872 .. 8.55 8 1877.... 3.57 2 |1882.... 8.37 
1873.... 6.19 4 |1878....5.61 4 ay 

= 344 | 1879.... 7.24 644 | 1984 ... 4.02 5 

The directors’ report says: ‘‘ The funded debt is now $46,- 

192,000. This isan increase of $3,250,000, caused by the 
sale of $3,500,000 of the consolidated second-mortgage bonds 
(for $4,000,000) less the regular annual amount of $250,000 
for the sinking fund. * * * * 

‘* By vigorous and determined economy the operating ex- 
penses show a reduction of 16.98 per cent. While the 
freight train mileage shows a large reduction—5,828,746 
miles in 1884, 7,176,597 miles in 1883—by reason of the 
competition by new lines, on both through and local passen- 
ger business, the mileage of passenger trains show a small 
increase, being 3,459,742 miles in 1884, against 3,403,224 
miles in 1883. 

‘*The property has not been allowed to deteriorate, but has 
been, as a matter of true economy, fully maintained; and 
some improvements in bridges, buildings, equipment, new 
side tracks, etc., are included in the operating expenses, noth- 
ing being charged to construction. 

*‘ Notwithstanding the large falling off in earnings—nearly 
20 per cent.—the per cent. of operating expenses, includin 
all taxes, was kept downto 61.53. The per cent. for 1 
was 59.43, and for 1882, 60.67. 

‘‘ For the first quarter of the year the dividend was 2 per 
cent., which was somewhat in excess of°net: earnings, the 
hope being entertained that the succeeding quarters would 
show an improvement sufficient to overcome the deficiency. 
At the end of the second, however, this hope had not been 
sufficiently realized, and it was deemed judicious. to reduce 
the dividend to 114 per cent., as stated in the semi-annual cir- 
cular sent out to stockholders at end of June. For the third 
quarter a dividend of 114 per cent, waspaid, makitig-in all 5 per 
cent. At the end of the year the usual statement of business was 
issued to, the stockholders-(December being estimated), which 
showed only a trifle over 4 per-eent.-earned for the stock dur- 
ing the year ; and as the dividends already -paid appeared at 
some $485,000 in excess of the earnings applicable, it was 
decided to pay no dividend for the last quarter. 

‘* New leases have been entered into with the Jamestown & 
Franklin and the Mahoning Coal Railroad companies, which 
are active feeders to its line.” 


Gl 00 GO 0D 


New York, Chicago & St. Louis. 


This company owns and operates a railroad from Buffalo to 
Chicago, as follows : 

Miles 
Main line owned, Buffalo, N. Y., to Grand Crossing, Ili. .. 512.52 
N. Y., L. Erie & Western tracks used io Buffalo..........- 1 60 
Lake Shore & Mich. So., Grand Crossing to Chicago....... 8.90 


Te Ba I pain csice 00 Ui cn esapticscctalee 00% 523 02 

In addition to the miles of main line owned by the com- 
pany, as stated above, there are 6.24 miles. of second main 
track and 95.02 miles.of side track, making in all 613.78 
miles owned, of which 562.64 miles are laid with steel rails 
and 51.14 miles with iron rails. The report is for the year 
ending Dec. 31. 

The equipment (all held under trust or mortgage) consists 
of 108 locomotives; 34 passenger arid 14 age and mail 
cars; 5,000 box, 700 stock, 210 coal, 1,4 flat and 80 
caboose cars; 1 officers’ car, 1 pay car, 4 derrick cars and 1 
snow-plow. Additions made last year were 500 box cars, 4 
derrick cars and 1 snow-plow. ee ° 

he general account, condensed, is as follows: 





The floating debt, Dec. 31, 1884, as compared with the pre- 
vious year, was : 







1884. 1883. 
Bills Ana Marites estebst ehh eaneaseaee $2,850.000 $3,109,241 
ET NN a i5is snsinkcseacesueheneie 488,860 308,077 
gS Ea eee 128,584 114.105 
Due to other railroad companies ... a 06.637 26,717 
Due to W. K Vanderbilt and others.. ;. 8 Sr 
Coupons matured. but not presented.. 457.220 452.410 


Interest on fund, debt accrued, not due 165.920 157,000 


Miscellaneous liabilities................ ee 5,507 131 
Ne i ae $4,321,887 $4,167,681 
PO IE ocnbancconhacesss cakes sheen 1,470,131 956,116 
Net floating debt .. ............ ....00e $2571,756 $3,211,565 


This statement shows a decrease in net floating debt of 
$359,809 during the year. This is only apparent, however, 
as the floating assets for 1884 include $346,964 due from 
Grant & Ward, which can hardly be called an asset. 

The traffic for the year was as follows : 


884. 1883. Inc. or Dec. .c. 
Train miles pass. . 481,207 469,849 I. 11,358 2.4 
Tr. miles freight.. 2,498,893 1,465,355 I. 1,033.538 70.6 
Passengers car.... 475,274 - 007 L. 52,267 12.4 
Passenger-miles .. 14,610.449 11,658.787 I. 2,951,662 25.3 
Tons freight car.. 1.762,773 981.830 I. 780,943 79.5 
Ton-miles .... ... 604,371,112 333,630,582 I. 270,740,530 81.1 
Av. train load; 
Passengers, No.... 30 25 1. 5 20.0 
Freight, tons...... 242 227 ‘XI. 15 +66 
Average rates; 
Per pass’nger-mile. 1.680 cts. 1.990cts. D. 0.310ct. 156 
Per ton-mile.... .. 0.476 * 0.600“ D. 0.124 “* 20.7 


The extremely low average freight rate shows the large 
proportion of through freight included in the tonnage. 
e earnings for the year were : 








1884, 1883. Inc. or Dec. P.c. 
ee $2,879,309 $2,000,561 I. $878,748 43.8 
Bins wcses 000 246.186 232,624 I. 13.562 5.8 
Mail and express........ 57.175 7.802 I. 49,373 633.0 
Miscellaneous......... . 24,921 86,696 D. 61,775 710 
ee ee $3,207.591 $2,327,683 I. $897,908 37.8 
| ET Ee 2,389,234 1,689,294 I. 699,940 41.4 
Net earnings......... $818.357 $638,389 I. 179, 22.2 
Gross earn. per mile.... 6,133 4,451 I. 1,682 378 
et - ws yee 1,565 1,221 L. 344 28.2 
Per cent. of exps ...... 745 726 I. | = 


In 1883 there were no receipts, for mails. The road runs 
no through passenger trains, and its passenger receipts are 
entirely from local business. Taxes are included in expenses. 

The direct result of the year was as follows : 


Net earnings. as above ............ chan. So0R+pahebubeanes $818,357 
Interest, funded debt ...... ....... cceeeeeeee $1,228,368 

2 cc itasso. devbinens cece 123,351 
pn Re eee 


Deficit for the year... ........... «+ 
The interest charges were, on first-mortgage bonds, $900,000 ; 
seconds, $48,368; equipment bonds, $280,000; total, 
$1,228,368. 
The following table shows the resources of the year : 
Net earnings (over rentals)... .......ccccccsccccscccscscces $728,357 
Increase of second mortgage bonds ... .............. 446,000 
Sale of stock of Cincinnati. Hamilton & Dayton RR.Co. 569,154 
Reduction of amount held by equipment bond trustees. 255,474 
Dividend on stock of Cinvinnati, Hamilton & Dayton.. 14,592 
9 deposit withdrawn from Metropol. Nat. Bank, 


(ven, Lonagch Ginn sak taheieuhe <eieethedaensene sana 75,000 
Increase of floating liabilities... ................. 002... 154,206 
PE RE eS, AR Pe a are $2,242,785 


This shows that the company issued $446,000 second- 
mortgage bonds last year, and also realized on certain assets. 
The Cincinnati, Hamilton & Dayton stock, bought at the 
same time the Ere made its purchases,-was, apparently, all 
sold. The resources were disposed of as follows : 


SN nice becigtiendenats SSMLSEONEE*eCoe oan $88,616 
MNOS 606566052505 0se0benecekes, 6645b000.000000000 251,650 
Interest. funded and floating debt........ ............. 1,351,7°0 
Rocky River bonds bought........... ..... cua ak oars 35,754 
Contribution to Nickel Plate Line fund ............... 1.000 
Increase of floating assets ........ 0. ceeessseceee cece 514,015 

DOIG section ccsqcen esses, seaareerooldes gipices $2,242,785 


The President's report, complete, is as follows; ‘‘ The past 
year has been one of unusually low rates, owing to the long- 
continued difficulties between the Trunk Lines. The road has 
been operated at a, less expense. ger once than any road in 
the country, owing to the practice of all possible economies, 
and to the fact that no: rénewals have been required. In the 
near. future, however, large renewals will have to be made, 
especially of ties and timber structures. 

** Since the close of the year 1884, the road has been unable 
to earn sufficient money to pay its fixed charges, and in con- 
sequence a receiver has been appointed for the property.” 


Norfolk. & Western. 


This company Owned ‘and worked, at the close of its last 
fiscal year, Dec. 31, 1884, a main line from Norfolk, Va., to 
Bristol, 408 miles; the City Point Branch, 10; the Saltville 
Branch, 10; the New River Division, New River to Poca- 
hontas, 75; the Flat‘Top Extension, 7; a total of 510 miles, 
with 82.3 miles of.sidings. 

The Flat Top Extension was not completed until very near 
the close of the ‘year, so that its mileage is not included in 
calculating the averages given below. 

The camipenent includes 120 locomotives; 33 passenger, 2 
sleeping, 2 combination, 10 bageage and 7 mail cars; 1,160 
box, 295 stock, 1,917 gondola and 72. caboose cars; 2 officers’ 
cars,1 pay car, and 130 road and service cars; 116 hand and 

le cars; 374 transfer trucks. Addifions last year were 7 
jocomotives; 224 box, 96 stock and 847 gondola cars. 

The capital account was.as follows at the close of the year 
1884, as compared with the previous year: 





Liabilities: 
1884. 1883. 

Capital stock, preferred...... ....... $18,000,000 $18,000,000 

* a” =e 7,005,000 7,000,000 
Funded debt ...... .....+i+. orenqss cb 16.850,600 12,784,600 
Lease warrants on rolling stock...... 1,651.812 1.916.894 
Collateral loan...i....... “Tae Vie 50,000 1,000,009 
Accrued interest on funded debt..... 296,285 247,295 
Bills payable —2/..50..0 sess... eeeeee 241,710 388,202 
Accvuunts payable (current balances). 307,597 480,624 
Dividend No. 5, payableinscrip..... ...... 525,000 
Surplus of income...............+....5 513,390 339,194 


Total i $44,911.94 $42,681,812 
RaiJroad .property and franchises... 33, 114.853 29. 








415,276 
Capital stock, COMMOD..... 2... 2... ccccses socccee - $28,000,000 | Rolling stock..........-.... ..00- pet 237,959 1,919,297 
2 Se pewbernea. ye. . sik Ho. os A ed BIN00,000 }-Car trastss.... ssi... cc cece see ceeee oe 1,651,812 1,916,893 
Nn ce ackesttetennbeh aie dknte 20.036,000 | Materials and supplies... ........... 107,856 153.358 
Current ‘liabilities... :.. 2.02.20 eos ’ ay 887 | Stocks and ° cost)... . .. 6,687,988 8,372,400 
i | -—~———+-- | Loans to Shenandoah Valley Co...... 5 200,00 
Se eee ee ECA Ee.” $74.367,887 | Bills receivable...:........... 2... 310,7 164,669 
Road and equipment -........ A SQGAG $70,844,932 Accounts receivable (current bal..... 335.744 210.474 
Deferred assets (material, claims, etc.)... #108148 UNEIN 5.4. nnnctunt henner e detebéh> sabes 0s 149,413 , 329,418 
Current assets, cash and receivables. .. 1,072, - 
Income account... 42. .s00.csseces ceeeees 3,892,457 Totals -<s5- -iseresbpiesiis ei o€ $44,911,394  . $42,681,812 
Fay 874,367,887 |. The item of and bonds owned includes $4,057,100, 


The flindéd debt inchides’ $15,600,000 firsts, $1,046,000 
seconds and $4,000,000 equipment bonds, 





‘par value of common stock issued in exchange for Shenan- 
Seah Valley stock, v2 








The funded debt includes $4,085,000 prior 
ional bonds; $6,699,000 general mortgage; { 
New River Division firsts; $1,500,000 apt, 
extension; $1,500,000 adjustment mo and , 
convertible debentures; a total of $16,309,600, on whieh th 
yearly charge is $1,023,696. There are also in the’¢6m- 
pauy’s treasury $541,000 improvement and extension_ bonds 
unsold, bringing the total amount up to $16,850,600, as 
above. Changes last year are noted elsewhere, 

The traffic for the year was as follows: 


1884. 1883. Inc. or Dec. P.c, 
Pass. train miles. . 591,076 485,927 I. 105.149 21.6 
Freight * *... See 1.739.746 D. 6,276 0.4 
Locomotive miles. 2,402,303 2,313,795 L 88.508 -29 
Pass. car miles.... 2,863,555 2,506,815 I. 356,741 14.2 
Freight“ “ . 20,436,655 19,122,728 I. 1,313 917 69 
Passengers carried 412,452 307,927 I 104,525 34.9 
Passenger-miles... 19,213.251 16,285,288 I. 2,927,963 17.0 
Tons freight car. 892,512 797,255 LL 5,257 12.0 
Ton-miles.......... 171,773,275 155,521,709 I. 16,251,506 10.4 

Av, train load: 

Passengers, No ... 33 34 Dz. 129 
Freight, tons .... 99 89 I, 10 1L2 


Locomotive service cost 24.07 cents per mile run. .The 
decrease in freight train mileage was due to the increased use 
of consolidation engines. 

The earnings per passenger and ton-mile are given as fol- 
lows in cents : t 

-~Passenger-mile.—, —~--Ton-mile.- 
1884. 1883. ist. 





1883. 

Earnings, local.. .............. 2.793 3.166 T2905 2664 
ee (RN: 2304 2324 1.084 1.184 
Nace incase 2.718 2.9838 1279 1403 

- other sources ....... 0.649 0.832 0.023 0.006 
aT O ER 3.362 3815 2202 1.409 
ECE .--- 1963 1,025 0.663 _0.769 
| ye 1.399 1.890 0539 @.640 


The average passenger journey last year was 46:6. miles, 
and the average freight haul was 192.5 miles, against 52.9 
and 195.1 miles in 1883. 

The earnings for the year were : 





1884, 1883. Inc. orDec. P.c, 

PN is cece nved $2,025,087 $2,181,711 D. $156,624 7.2 
Passengers ........ 521.191 485,805 L 35.386 7.3 
Mailandexpress... 117.686 122,681 D. 4.995 4,1 
BE Ghee. ivesssdee 47,189 22,580 a. 24,609 109.0 
eee $2,711,153 $2,812,777 D. $101.624 3.6 
Expenses....... .. 1,516,858 1,508,574 L : 0.5 
Net earnings. ....$1,194,295 $1,303,203 D. $108,908 8.4 
Gross earn. per mile 5,390 5.942 ~=OC*CD~Ss. H2 (0.3 
Net rf yaad 2,374 2.736 Dd. 362 13.2 
Per cent, of exps... 55.9 53.7 L eo opbes 


Expenses include taxes paid, which amounted to $80,004 
last year and $72,000 in 1883. The decrease in earnings was 
due — to the reduction in rates. 


The result of the year was as follows : 
BORG GRR DOGS 5 is 5 ss sd 8c0is eis sc doe Renes $1,194,295 
Interest, fundéd debt. ... ........ ..2. see . «$847,277 
” car trust obligagions..... ............ 63.993 
= I ING 605.0 dbd- o60kc8e00serneves 42.167 
Sundry extraordinary charges................. 66,662 
—-—- 1,020,099 
TES BOP Ge POOR ioc o.o 6000 cccesedscncescscoere $174,196 
PSUR, IPOD. TE, Ms cecigcs 8000060012688 008s avons 339,194 
RT CU nes s:9<ndentisonporonasepesnenenbate $513,390 


Since the close of the year the board has ordered charged 
off $200,000 on account of loss on investment in the Shenan- 
doah Valley road, and $100,000 for depreciation in value of 
investment in the Roanoke Machine Works, thus reducing 
the surplus above given to $213,190. 

The directors’ report states that during the ~ the rolling 
stock held uuder the car trusts was increased by 13 locomo- 
tives, 1,182 freight cars and 100 transfer trucks. The 
amount of car-trust certificates outstanding December 31 
was $1,239,469, principal, which will mature in installments 
extending over 10 years. 

In the last report reference was made to the creation of an 
improvement and extension mortgage to cover the issue of 
$2,500,000 in bonds. Of these bonds $1,500,000 were taken 
by a syndicate of bankers, who also took an option on the 
remaining $1,000,000, This option, however, was not used, 
and in consequence work on the Cripple Creek Extension 
was discontinued when about 30 miles of grading had been 
finished. The work on the Flat Top Extension and the Nor- 
folk terminals was, however, completed. The total amount 
expended on these improvements was $1,448,489; the 
amount received from the sale of bonds was $1,280,105. To 
represent this excess of expenditures, and also the payments 
made on car trusts, the company received from the trustees 
$541,000 in bonds which are now in the treasury. For the 
expenditures made on the Norfolk terminals, including the 
coal pier at Lambert’s Point and the track to that point, the 
company holds bonds of the Norfolk Terminal Co. The col- 
lateral loan of $1,000,000 referred to in previous reports, 
together with other floating debts, has been funded by the 
issue of $1,500,000 adjustment bonds, which were sold at par 
toa syndicate, who received also 24,555 shares of preferred 
stock for the loan and for the cemmission and other 
expenses. During the year, $990,000 Virginia & Tennessee 
bonds were extended for 16 years at 5 per cent., and $191,- 
000 other divisional bonds were extended for 15 years at 6 
per cent. ; 

Improvements made on the main line included the laying of 
5,879 tons of steel rails. The entire main line is now of steel 
There were 6.35 miles of new siding laid. 

The decrease in the earnings was due chiefly to the decrease 
in the amount of through business and to the lower rates 
obtained on business generally. Most of the iron furnaces on 
the line were out of blast a considerable part of the year and 
the tonnage of iron ore fell off considerably. The coal traffic 
shows a large increase, notwithstanding the interruption 
caused by the accident at the Pocahontas mines. The supe- 
rior quality of the coal mined is age! it gradually into 
use, even under competition of other ricts. ore 

The business of the Shenandoah Valley road diminished 
largely, owing to the diversion of through business and the 
stagnation in iron trade. It became necessary to make an 
advance of $200,000 to that company during the year. Since 
the close of the year the embarrassment of the ee be- 
came so serious that the road has been placed in the ds of 
a receiver. The earnings of the Norfolk & Western from 
business exchanged with that road were last year $165,230, 
against $200,724 in 1883. 

All new work for the road is now done at the Roanoke 
Machine Works, the operation of which has been very suc- 
cessful. The work done there is of the best quality, and is 
done at the same prices ruling at similar shops elsewhere. 

The Norfolk Terminal Co,, under whose charter the im- 
provements at Lambert's Point are made, has completed a 
coal pier 894 by 60 ft., with extensive storage bins, and has 
laid track on 5.3 miles of road, from this point to the com- 
pany’s yards, Norfolk. Further improvements will be made 
as found necessary. J : 

report contains a very full and interesting statement 
of the operations of the road, and we t that our limited 
spéice prevents us from making extended quotations from it, 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 








Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress. and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its mprovement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be publi hed. 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of adverti 
ing patronage. 








THE LAKE SHORE REPORT. 


The Lake Shore & Michigan Southern report for 
1884 shows even a greater decrease in earnings than 
the Michigan Central, on which we commented last 
week, but it comes in a different way. The Michigan 
Central had a decrease of 8} per cent. in passenger 
traffic, but an increase of 3 per cent. in freight traffic, 
and the reduction in its earnings and profits was 
chiefly due to a decrease of 22 per cent. in 
its average freight rate. Now, the Lake Shore’s 
freight rate decreased only 103} per cent., but its 
freight traffic fell off no less than 16} per cent. and 
its passenger traffic decreased 11} per cent., or con- 
siderably more’ than the Michigan Central’s. The re- 
sult was that the latter’s freight earnings fell off 194 
per cent. and the Lake Shore’s 25 per cent. 

The average freight rate was nearly the same on 
both roads last year (Michigan Central, 0.646 cent per 
ton per mile ; Lake Shore, 0.652 cent), while in 1883 
the Michigan Central’s was the higher by a seventh. 

While the total decrease in the gross earnings of the 
Lake Shore last year was 20 per cent., amounting to 
$3,670,072, the decrease in passenger earnings was 14} 
per cent. and in freight earnings 25 per cent., and out 
of the $3,000,000 decrease in freight earnings $2,000,000 
was due to the decrease in traffic. 

But we need to go back more than one year to find 
how severely the Lake Shore’s traffic. suffered, and 
how much more than the Michigan Central’s. For the 
Lake Shore’s traffic has been decreasing ever since 1881, 
and was smaller last year than in any other since 
1878, while the Michigan Central’s was larger last 
year than ever before except in 1880. Since 1881 the 
Lake Shore’s freight traffic has decreased no less than 
30 per cent., but in that time the Michigan Central’s 
bas increased 9} per cent. In pas:enger traffic the 
two roads have more nearly kept pace with each other. 
Both traffics may be compared below, where the 
figures are for millions of passenger and ton-miles : 


Pass.-miles; 1878. 1870. 1880. 1881. 1882. 1883. 1884, 
Lake Shore.. 183.7 141.2 176.1 208.0 227.1 215.7 190.5 
Mich. Cen... 108.6 126.8 150.0 176.6 188.8 180.7 164.9 


Ton-miles ; 

Lake Shore. .1,340.5 1,733 4 1,851.2 2,021.8 1,892.9 1,649.5 1,410.6 
Mich. Cem.:. '841:8 1,165.8 1190.1 1,078.0 1,146.4 1,141.3 1,179.2 

In 1880 the Lake Shore had 55} per cent. more 
freight traffic than the Michigan Central ; in 1881, 88 
per cent. more, and even in 1883 48 per cent. more ; 
last year only 194 per cent more. 

The Lake Shore does not report through traffic sep- 
arately, as the Michigan Central does, and we there- 
fore cannot say just what was the decrease in through 
and in local traffic. The Michigan Central had a de- 
crease of but 7 per cent. in local freight, and in all 
probability the Lake Shore’s loss was chiefly in through 
freight. And this will explain why the decrease in its 
average rate was so much less than the Michigan 
Central’s. A much larger proportion of the Lake 





, | Shore’s freight was local last year than in 1883, while 


of the Michigan Central’s 444 per cent. -was local last 
year against 493 per cent. in 1883. Low as was the Lake 
Shore’s average rate last year, it was higher then than 
in 1882, 1881 or even 1879, and the reason doubtless is 
that the traffic which it has lost is through traffic 
chiefly, and this has made the proportion of its 
through traffic smaller than heretofore. Its through 
rates must have been about the same as those of 
the Michigan Central and other railroads, and lower 
than in any other year except possibly 1881. <A large 
partof its decrease in traffic has gone to the New 
York, Chicago & St. Louis, which carried, with only 
89 per cent. of the Lake Shore’s mileage of road, 43 
per cent. of its freight traffic (but only one-thirteenth 
of its passenger traffic). Taking the two roads 
together, their freight traffic was 2,015 millions of 
ton-miles last year and 2,023 in 1883, while the 
Lake Shore’s largest traffic, before the days of the 
Nickel Plate, was 2,022 millions of ton-miles, in 1881. 

A little more than one-half of the Lake Shore’s 
decrease in gross earnings last year was offset by a 
decrease of 17 per cent. in working expenses, amount- 
ing to $1,868,332. Of this decrease $1,045,410 was in 
maintenance expenses, the percentage of decrease in 
them being no less than 284 per cent. The items 
in which the decrease is especially large are re- 
pairs of buildings and fixtures, 374 per cent.; rail 
renewals, 41 per cent. (bringing the cost down to 
$86 per mile of track); repairs of roadway and 
track, 25 per cent.; repairs of locomotives, 34 per 
cent. ; repairs of freight cars, 34 percent. The cost of 
repairs of freight cars is brought down to $244 each; 
of repairs of locomotives to $922 each. In some of 
these items there was a considerable decrease from 
1882 to 18838, especially in rail renewals, but the total 
decrease in maintenance expenses then was less than 
5 per cent. The decrease from 1882 to 1884 is 32 per 
cent, The decrease in traffic favored the large de- 
crease last year, but these expenses were probably less 
than they can be kept hereafter. 

With this decrease of earnings and expenses there 
was an increase in fixed charges, and the surplus over 
them fell from $4,012,996 in 1883 to $1,989,392 in 1884, 
and the surplus per share from $8.11 to $.402. 

This, however, does not take into account $420,487 
paid out during the year ‘“‘in settlement of Cawood 
swage block patent judgment, judgment for dividends 
on guaranteed stock, 1857 to 1863, and other old 
claims.” These were all properly chargeable against 
income. They belong to the accounts of previous 
years, but having to be paid, they lessen the 
amount of profit available for dividend. As 
reported, the net earnings were 54 per cent. in excess 
of the fixed charges. Thereis, therefore, room for a 
large further decrease in the net earnings before divi- 
dends are entirely destroyed. The conditions are such 
thata considerable further decrease seems inevitable. 
The four months of 1885 have been decidedly more 
unfavorable than the corresponding period last year, 
when the Lake Shore’s profits above fixed charges 
were about at the rate of $3.75 per share per year. 
Better through rates can alone make this year even 
as profitable as last. 








THE CALCULATION OF THE EFFICIENCY OF 
BRAKES. 


We have received recently an interesting report of 
a series of freight brake tests, which has suggested 
that it may be of interest to compare the various rec- 
ords of freight train stops which have been published 
from time to time in these columns and elsewhere, 
determining so far as is possible to what extent the 
brakes have been efficient, or in what direction the rec- 
ords reveal that they have been most deficient. Be- 
fore attempting this, however, it seems desirable to 
determine the simplest and best method of computing 
the efficiency of brakes from the records of stops, and 
also to determine a certain standard for their efficiency, 
from records of stops by hand brakes on the one hand 
and of the most perfect forms of power brakes on the 
other. 

By the aid of Table II. herewith the ordinary proc- 
ess of computation, which is otherwise somewhat 
cumbrous, is greatly facilitated; so that any one 
familiar with arithmetic can compute understand- 
ingly the efficiency of any brake within a very trifling 
fractional error—considerably closer than it is ordi- 
narily customary to compute them, even in careful 
tests. For some inscrutable ieason, no tzble of this 
kind, nor anything very closely approaching it, is to 
be found in any of the text-books or pocket-books ; a 
fact the more singular as the tatle is very useful for 
many other computations in which variations in the 
speed of trains have to be considered, as notably in 
computing the effect on hauling capacity of short or 
undulating gradients. Neither is the process of com- 








putation by any method given in many of the books 
in the hands of railroad men, so that those not accus- 
tcmed to such computations, it would seem, in some 
cases hesitate to attempt it: a hesitation which is both 
unnecessary and unfortunate. 

The bare rule for using the table referred to, divested 
of all explanation, is given beneath it. The principle 
of the process is as follows : 

When a train is stopped by brakes on a level grade, 
the forces impelling it forward are (1), and chiefly, the 
accumulated energy, or so called momentum of the 
train, and (2) the rotative energy of the wheels, which 
is in addition to that due to the linear velocity of the 
train as a whole. 

This energy is expressible in several ways. It is 
usually computed in what is called ‘‘ foot-pounds of 
work,” but it is perfectly expressed by (what is the 
same thivg in effect) the number of vertical feet 


Vel OX ~.%0 
>~~~7e, 
ahaa ea, 





STOP ON ASCENDING GRADE 
Fig. 1. 


through which it will or would suffice to lift the 
train bodily. Table I. below gives this height when 
the velocity of the train as a whole is alone con- 
sidered, and Table II. gives it for both sources of 
energy combined. 

The retarding forces are (1), and chiefly, the friction 
of the brakes, and (2) the normal rolling friction of 
the train, which diminishes, of course, as the velocity 
diminishes, so that an average must be taken for the 
entire stop. 

When we have given the vertical height above re- 
ferred to, due to the stored up energy in the train 
(which we shall hereafter term, borrowing the term 
from hydraulics, the velocity head), and the horizontal 
distance within which this head is destroyed by the 
retarding forces, by dividing the former by the latter 
we obtain what is in effecta grade which may be called 
the equivalent grade of retardation ; i. e., itis the grade 
on whi ch, if the train bad been ascending it without 
frictional resistances, it would have been stopped by 
the action of gravity alon e in the same distance as it 
was actually stopped by the brakes and rolling fric- 
tion. 

The fact that the resistance of any grade is readily 
expressible in pounds per ton and vice versa is familiar 
toevery railroad man. A grade which rises 1 ft. in 
100, or 1 per cent. (52.8 ft. p er mile) causes a resistance 
of 1-100 of the weight of the train, or 20 Ibs. per ton ; 
and similarly the resistance in pounds on any grade 








STOP ON DESCENDING GRADE 
Fig. 2. 


whatever is given by multiplying the rise or rat e 
grade (expressed in the rise per cent. or in feet per 
100) by 20. 

When there is an actual grade on the track where 
the stop is made, if it be descending it adds to the 
work done by the brakes, so that the rate of it is to 
be added to the ‘‘equivalent grade” computed as 
above, to get the true grade of retardation. If it be 
an ascending grade, the grade does a part of the work 
of stopping the train in place of the brakes, so that 
its rate is to be deducted. Figs. 1 and 2 illustrate the 
principle of these various processes so clearly that 
they will need no further explantion. 

The retarding effect of the natural frictional resist- 
ances of the train is also expressible, of course, in the 
form of a grade; a grade which is familiarly but 
somewhat inaccurately known among engineers as the 
grade of repose. What is really meant by this term is 
the grade on which, if a train were once started in 
motion at any given speed, it would continue in motion 
at that speed indefinitely, without either losing or 
gaining speed. This grade of course varies, as the re- 
sistance varies, with the velocity. What should be 
meant by a literal interpretation of the term “‘ grade 
of repose,” viz., the grade on which a train standing 
still will continue to standstill, is a different and much 
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TAB 


LE I. 


Giving Ge Height in Vertical Feet through which a Body must Fall to acquire a Given Velocity in Miles Per Hour, or the 


eight through which the energy due to that Velocity wilt lift the Body against gravity only before it comes to rest. 





























Mites Per Hour. 0. | &@ 2. 3. 4. 5. ; «& 7. 8. 9. 
} nS } ae 
| 0.54 084/ 120/ 1.64/| 214 2.71 
6.55 7.52 | 8.56 | 9 67 10.84 , 12.07 
19.26 20.90 22.61 24.38 26.22 28.13 
38.66 40.97 | 3.34 45.78 48.29 50.87 
64.75—| 67.72 | 70.77 | 73.88 | 77.05 80.¢ 
97.52 101.17 104.88 | 108.66 | 112.50 | 116.42 
(= )’ 
60 x 60 i " . 
Formula: & = *- V2 (miles per hour) — 9 033445 V2 
64.32 
TABLE Il. 
Table of the Total Energy of Potential Lift in Vertical Feet in Trains Moving at Various Velocities. 
Including the Effect of the Rotative Knergy of the Wheels for Passenger or Loaded Freight Trains, assumed at 6.14 per cent. of 


the total energy. 
mixed trains. 


For trains of empty flat or coal cars add about 4 per cent. to the quantities below, and proportiorately for 





MILES PER Hour. | 











0. 1. 2. 3. 4. 5. 6. A 8. 9. 

SP ey PO ee 0.00 0.04 0.14 0.32 0.57 0.89 1.28 1.74 2.27 2.88 
EO EO OO TE: .04 10 25 39 4 53 61 67 
LO... ce eeee cee eeeerceeeeeeeeeeees 3.55 4.30 | 511 6.00 6.96 7.99 9.69 10.26 11 50 12.82 
a Ee eee 15 81 .89 96 1.03 1.10 1.17 1,25 1.32 1.38 
ZO were ceecere tees te ceee rece eens 14.20 15.67. | 17.19 18.79 20.46 22 20 24.00 25.88 27.83 29.86 
Diffs... 2.20.2. eseeeeeeeeceecees 1. 1,52 1.60 1.67 1.74 1.89 1.88 1.95 2.03 2.09 
BO neeecee ceeceees coseceeeneces 31.95 34 12 36.35 38.66 41.04 43.49 46.01 48.60 51.26 54.00 
Diffs .......04 cecsseseseeereseoeees 2 2.23 2.31 2.38 2.45 2.52 2.59 2.66 2.74 2.80 
40. 56.80 59 68 62.62 | 65.94 68.73 71.89 75.12 78,42 81.79 85 24 
DD case ccrencesenscsascstes weens 2. 2.94 3.02 3.09 3.16 3.23 3.30 3.37 3.45 3.51 
BO nn ceccccccvccccerccccccccccecs 88.75 92.34 95.99 99.72 103.52 107.39 111.33 | 115.34 119.42 123.58 
Dids.. 3.59 3.65 3.73 3.80 87 3. 4.01 4.08 4. 4, 
60 .. 127.80 | 132.10 | 13646 | 140.90 | 14541 149.99 | 154.64 159.36 | 164.15 | 169.02 
PENG Ah novos s/-vaseceansoedeaesake 4.30 4.36 4.44 451 4.58 4.65) 4.72 4.79 
70 _.. 173.95 | 178.96 | 184.03 | 189.18 194.40 | 199.69 | 205.05— 210.48 | 215.98 | 221.56 
PON c aes! cece epenaenceschasteaes 5.01 5. 5.15 5.22 5.29 5.36 5.43 5.50 5.58 5.64 

— — a ; a : _ v2 in ft. persec. _ 1.4672 v2 (in miles per hour) _ = oe 
Formula; Vel. head = —— — = —— a ——’ = 0.033445 V’ 

To which add 6.14 per cent. for rotative energy of the wheels = 0.002055 V* 

Giving as the final formula, by which the table is computed, Vel. head = 0.035500 V2 


The process of computing the result of a brake-test by the aid of this table is as follows: 
Frecp Nores REQUIRED.—1. Speed in miles per hour at instant of applying brakes. 


2. Distance run after applying brakes, in feet. 


3. Rate of grade, ascending «r descending, in per cent., i. e., feet per station of 100 ft. 


4. Proportion of the total —— of the train to which brakes 
the total weight of the train, or t 
tion.) 
To these essential notes should preferably be added : 
5. Time of stop in seconds (best taken with a stop-watch). 
Process oF CoMPUTATION: 1. Take from the table the height 
A V, figs. 1 and 2. 


Divide it by the length of the stop in “stations’’ of 100 ft. 


were applied. (Except as necessary to determine this proportion, 


e total weight on braked or unbraked wheels, is unessential and does not enter into the computa- 


in vertical feet corresponding to its speed, i. e., the ** Vel. head ” 
The quotient (which will in all ordinary cases be 


between the extreme limits of 2 00 and 20.00) is the equivalent grade of retardation for a stop on a levél grade. 


To this quotient add the actual rate of grade, if descending, or subtract it, if ascending. 


Subtract also the grade represent- 


iug the average train resistance during the entire stop, which may be approximately assumed as follows : 





Initial speed 








Miles per 
40 55 60 


hour, 
30 5 





and less. 
-——-—Pounds per ton (2,0C0 lbs.) — 
Average resistance during stop... 8 9 10 12 14 
- Per cent. (or feet per 100).————. 
Equivalent grade.................. 0.4 0.45 5 0.6 0.7 0.8 


8. The resulting sum or difference is the actual equivalent grade of retardation, in feet per 100 : or the effect of the brakes as a 


whole on the train as a whole. 


The figures expressing this grade, as 5.00, 8.50, 12.45, express also the efficiency of the brakes upon 


the train as a whole, in percentages of the total weight of the train. 


4. Divide this grade or percentage by the per cent. of the total 


intended or expected to act. The quotient is the actual efficiency of the brakes upon the 


weight of the train —— which brakes acted or were adapted, 
ead carried by the braked wheels, or upon 


that portion thereof which it was intended to rely upon in proportioning the brakes. 
This quotient will always lie between the extreme limits of 25.00 and 1.00, usually between 3.00 and 14.00, and is the only one by 


which comparisons with different trains having differently distrib 


By formula: Grade of Retardation tas 


Distance !— 
il : Grade of retardation —_— 
p. c. of wt. of train on which brakes acted - 
ExampLe: 1. Train with 44 (75 per cent.) of weight braked; 20 
per mile (1.0 per cent ) descending. 
Assumed average grade of rolling friction, as above, = 0.4. 


14.20 (from table) 
Then —— = 5.00 + 1. 


Vel. head | + rate of descending grade ( 
o ascending ” 


uted brakes can properly be made. 


¢( — grade of rolling friction. 


= Efficiency of brakes in per cent. of weight on which they acted. 


miles per hour; 2.84 ft. (284 stations) distance run; grade, 52.8 ft. 


00 — 0.4 = 5.6, + 0.75 = 7.47; 


being the percentage of the efficiency of the brakes or rate of an equivalent grade ; and grade of 7.47 x 20 = 159.4 lbs. per ton 


retarding torce from brakes. 


2. Train 90 per cent. braked; 60 miles per hour; 1,014 ft. lengthof stop. Grade, 26.4 ft. per mile (0.5 per cent.) ascending. 


Assumed average grade of rolling friction, as above, = 0.8. 
127.80 (from table) 


10.14 


= 12.60 — 1.00 — 0.8 = 10.80; + 0.90 = 12.00. 











higher grade, varying from 0.75 to 0.9 per cent. (40 to 
48 ft. per mile), or 15 to 18 lbs. per ton. 

Without now attempting any detailed investigation 

of the proper allowance for this train friction, which 
would lead us too far, estimates are given below 
Table II., which are, perhaps, sufficiently approxi- 
mate for all practical purposes, although probably too 
ow, as it seems desirable that they should be, if they 
are to err at all, in order not to underrate the effi- 
ciency of the brakes; a possible injustice which would 
tell most on those least efficient. 

This ** grade of repose,” having been deducted from 
the ‘‘ equivalent grade of retardation,” as above de- 
termined, leaves a final grade which represents the 
true work done by the brakes only upon the train as a 
whole. As the proportion of the weight of the train 
to which brakes are applied varies greatly, however, 
a final step remains : to determine the percentage of 
the efficiency of the brakes per ton to which the brakes 
were applied. If only half (0.5) or one-third (0.33) of 
the weight of the train had brakes applied to it, 
and the grade of retardation above determined 
was 5.00 per cent., the efficiency of the brakes 
had they been applied with equal force to the 
whole train would be 5.00 + 0.5 or + 0.83 = 10.00 
or 15.00, which latter consequently represent the 
actual'efficiency of the brake in the form of a percentage 
of the load carried by the braked wheels only, or of 


that portion thereof which it was contemplated to 
rely upon in proportioning the brakes. In ordinary 
freight brakes this is only the weight of the car itself 
when empty. 

Examples which show how much quicker and sim- 
pler this process is than the verbal description are 
given beneath Table II., and need not be here repeated. 
The only steps in it which appear to require further 
explanation, even to those not much accustomed to such 
computations, are in the manner of determining what 
has been termed the ‘‘velocity head.” ‘This rests upon 
one of the simplest principles of mechanics, viz., that 
a body in motion at a given velocity in whatever di- 
rection it is moving, or from whatever source its mo- 
tion be derived, has in it the same amount of energy 
or potential work per unit of weight. If it has fallen 
freely through a space of 10 ft., i. e., has been acted 
on by a force equal to its weight for a distance of 10 
feet, it will have acquired a velocity of about 17} 
miles per hour, or 25.4 ft. per second, and this 
velocity or accumulated energy will suffice to lift 
the body against gravity, if directed to that 
end, over any vertical or inclined path, through 
a vertical height equal to that through which it 
fell to acquire that velocity. Similarly, if the body 
(as for instance a train of cars) has been acted on by 
the pull of the locomotive, or by dropping down a 
grade, or by an impact, or by power from any other 





source, so that it is moving through space in any di- 
rection, vertical, horizontal or inclined, with a velocity 
of 17} miles per hour, this velocity also can be made 
by appropriate contrivance to do the same amount of 
work upon the body, i. e., lift it through 10 feet ver- 
tically, or do other work equivalent thereto. The lo- 
comotive, to give this velocity, must act through a 
much longer distance than the 10 feet required by 
gravity, since its force is very much less than 
gravity even when it is required only to move 
itself; but in whatever manner, and in what- 
ever time and in whatever direction, curved or 
straight, the velocity be acquired, it represents the 
same amount of accumulated energy, viz., 10 foot- 
pounds per pound weight of the body, and hence can be 
made to do the same amount of work, or rather will 
and must do so in some form before the motion will be 
destroyed. 

Conversely, if a body is known to have had the 
given velocity (173 miles per hour), and has been 
brought to rest by a given force, we know that that 
force must have done work upon the body equal to 
destroying 10 foot-pounds of work per pound of 
weight, or to lifting the body 10 ft. vertically. If it 
did this in a horizontal distance of 100 ft., it ex- 
erted the same effect as if the body had been moving 
on an inclined plane rising 10 ft. vertically in 100 ft. 
horizontal. If it did it in a horizontal distance of 
1,000 ft. it exerted the same effect as if the body had 
been moving on a plane rising 10 ft in 1,000, or 1 in 
100, etc. On this simple principle the whole process 
of computing the work done by brakes rests. 

The stored up energy in a moving body is in pro- 
portion to the square ofits velocity. If it be moving 
at 20 or 30 miles per hour, it will bave 4 (2?) or 9 (8*) 
times the accumulated energy that it would if moving 
at only 10 miles per hour. To acquire that velocity it 
must fall through four times or nine times as great a 
height, or be acted on by any other force for four 
times or nine times as great a distance. Gravity, 
acting with its full force or on a body falling 
freely, will give it a velocity of 50 miles per hour in a 
distance of 83.61 ft. A locomotive exerting a pull (in 
excess of the frictional resistances) of 20 lbs. per ton 
or 1-100 part of its weight, or a descending grade com _ 
municating the same force to a car, will take 100 times 
as great a distance, or 8,361 ft., to givethe same veloc- 
ity. Conversely, having that velocity, if a train be 
stopped by brakes or any other cause within a distance 
of say 836 ft., then the efficiency of the retarding 
forces as a whole has been 83.61 ~ 836 = 1-10 that of 
gravity. 

The accompanying little table (Table I.) gives these 
distances through which a body must fall to acquire a 
given velocity in miles per hour, or through which, 
conversely, the energy due to a given velocity will 
lift it. It rests purely and solely upon experiment— 
experiments first made by Galileo on the leaning 
tower of Pisa, and many times since repeated—but as 
the formule deduced by him and perfected b others 
are usually for velocities in feet per second, it has been 
necessary t> convert the formula into an equivalent 
form for velocities in miles per hour. Similar tables 
for velccities in feet per second will be found in vari- 
ous text books, and in outline in nearly all books 
which touch upon mechanics at all. 

The energy due to the rotation of the wheels and 
stored up in them as in a fly-wheel in addition to that 
which they have in common with the rest of the train 
on account of their forward motion is usually com- 
puted separately, when it is computed at all; but for 
all purposes in connection with the motion of trains 
for which the one is required to be known, the other 
may be said to be also, andin Table II. the two are 
included together. If the wheels were not in contact 
with the rails, but were mounted like fiy-wheels 

yithin the car, they would exercise no effect upon the 
forward motion of the train. After the train had been 
brought to a stop they would continue to spin 
around indefinitely until stopped by their own fric- 
tion; but, being in contact with the rails they act very 
effectually to carry the train along just so much far- 
ther, in the same way as the rotating fly-wheel on the 
little toy locomotives, which almost every one has 
seen, causes the latter to move, being in that case the 
only motive power. 

The amount of energy in any rotating body is deter- 
mined, as may be seen in any pocket-book or treatise 
on mechanics, by determining the position and velocity 
of a point called the radius of gyration, which is the 
radius at which, if the whole mass of the rotating 
body were concentrated, any given force would com- 
municate the same velocity of rotation as it does to its 
actual form. Motion in a circular or other curved 
path at any given linear velocity means t) e accumula- 
tion of the same amount of energy as if the body, asa 





whole, were moving in a right line at the same veloc- 
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ity, and if the body be both revolving and moving for- 
ward, like the wheels, the two are separate and in 
addition to each other. 

The manner of determining this radius of gyration 
it is needless to go into in detail. According to the 
pattern of wheel, it will vary between 0.7 and 0.8 of 
the actual radius, being in car wheels nearer 0.7 and in 
locomotive drivers fully 0.8. Assuming a minimum 
radius of 0.7, it will be plain that points on that circle 
are rotating with a linear velocity of 0.7 times the 
velocity of the train, and hencethat the rotative energy 
only of the wheels will be 0.7* or 0.49—in round num- 
bers one-half that due to the forward motion of the 
wheels in common with the rest of the train. Really it 
should be a little more than this even figure for ordi- 
nary patterns of wheels, and in locomotives it is fully 
six-tenths. 

Estimating ordinary car-wheels to weigh 2} tons per 
8-wheeled car, or 561 lbs. per wheel, the ratio of the 
weight of the wheels to the total weight will be 


about— 
In a passenger 


or loaded In anempty In locomotive 
freight car. freight car. and tender. 
Weighing... ..:...+0- 22% tons 9 tons 
Per cent. of weight of 
WON cs desea cena 10 p. c. 25 p. c. 10 to 12% p. c. 
Makivg an addition to 
the total energy of 
the train of about... 5 p. e. 12% p. c. 6 to 7% p. c. 


We may say, therefore, that the rotative energy of 
the wheels wi'l add about 6 per cent. as a minimum to 
the accumulated energy or ‘“‘velocity head” of the 
train as a whole, in the case of ordinary passenger 
or loaded freight trains, which with very heavily 
loaded cars may be a little less; but in the case of long 
trains, empty cars may be some 4 or 5 per cent. higher. 
Under this assumption, assuming 6.14 per cent. for 
ease of computation, Table II. was computed. 

We shall now be able, without further consideration 
of the process of computation, to consider what has 
been and can be done with brakes under the most 
favorable and least favorable circumstances, giving a 
sort of standard of comparison for performances of 
unknown excellence. 








The New York Central’s Quarterly Report. 


The report of the New York Central & Hudson 
River Company for the quarter ending with March 
shows that after paying expenses and fixed charges 
there remained a profit of 52 cents a share, against 
$1.22 in the corresponding quarter of last year, which 
was a very bad year.’ There was a decrease of 11 per 
cent. in gross earnings and of 5 per cent. in working 
expenses, which caused a reduction of $536,692, or 214 
per cent., in net earnings. Then there was an increase 
of $90,000 in fixed charges, so that the amount avail- 
able for dividends was reduced from $1,096,698 to 
$470,006, or 57 per cent. The figures for this par- 
ticular quarter in 1883 are not known, but the road 
then probably earned $2 per share or more, and the 
decrease in the stockholders’ profits within two years 
must have been about 75 per cent. 

The gross earnings of the road for separate months 
were reported for three fiscal years ending in 1881, but 
not in any other years. We compare these gross earn- 
ings in those years with those given by the quarterly 
reports for the last two years as follows : 


3 mos, to 3 mos. to 6 mos, to 

Dec. 31. Mareh 31. March 31. Year 
1884-85..... . $6,810,170 $5,962,222 $12,772,300 __........ 
188 5-84...... 7,914.125 6,710,591 14,624,720 $28.148,667 
1880-81...... 8.976.142 7 366,427 16,342,5 32,348,395 
1875-80...... 8,546,838 7,765,679 16,312,317 33,175,913 
1878-79... .. 7,575,7e9 6,709,508 14,285,287 28,396,583 


In every one of these years except 1879-80 the gross 
earnings were larger in this first half than in the last 
half of the year, and last year they were 52 per cent. 
of the year’s earnings, at which rate the road will earn 
$24,560,000 this year. 

For the half-year ending with March the gross earn- 
ings were 123 per cent. less this year than last, and 
the working expenses 16} per cent. less ; making a de- 
crease of $891,937, or 154 per cent., in net earnings. 
The fixed charges increased $195,000, and this reduced 
the profits availabie for dividends from $2,934,027 to 
$1,847,090—from $3.28 to $2.06 per share of stock, a 
decrease of 37 per cent. In both years the dividends 
paid exceeded the profits earned in the six months, 
being $4 last year and $2.50 this. 

The first quarter of the last fiscal year was favorable, 
the profits being $2.06 per share then. The decrease 
from this to $1.22 in the second quarter then was not 
so great as the decrease from $1.54 to 52 cents this 
year. But this was due to the greater decrease of ex- 
penses then. The decrease in gross and net earnings 
and working expenses, from the December quarter to 
the March quarter, were as follows, this year and last : 


Uross earpings. Expenses. Net earns. 
BORE. Adnscncwtcuiuan $847,948 (Ine.) $74,130 $922,078 
1884. 1,203,538 462,09) 740,632 


This may indicate that the reduction of expenses 
has gone about as far as it can. 


of this company as much as anything seems ever 
likely to. Under these circumstances the company in 
the last quarter earned net 31} per cent. more than 
its fixed charges. Fortunately for the company these 
have been kept comparatively light, requiring nearly 
a third less than was until recently paid in dividends. 
If it were not for this, the margin over fixed charges 
would now be uncomfortably narrow. As itis, after 
having one-third of its net earnings swept away 
within two years, it still hag little left for its stock- 
holders. 

Last year, while the profit per share was $3.28 in 
the first half, it was only $1,94 cents in the second 
half. The conditions are certainly more unfavorable 
now than they were last year, and unless there is 
some change in rates, we can hardly expect this half 
to yield more than at the rate of the last quarter. 
Last year the profits per quarter were about a fifth 
less in the last half than in the second quarter, and at 
that rate there will be a profit of 83 cents per share in 
the last half of this year, making $2.89 for the year, 
and only $1.35 in the last nine months of it. There- 
fore, until there is some improvement, it is not prob- 
able that there will be any more dividends. Improve- 
ment there will be, but there is not now any prospect 
of it before the end of this fiscal year. 








The Grand Trunk’s Position as to Pools. 


At the half-yearly meeting of the Grand Trunk 
Railway Company in London, April 27, a great deal 
was said which is of interest to American railroad 
men, as often happens on such occasions. The great 
decline in the income of the company causes much 
dissatisfaction and some opposition to the manage- 
ment among the shareholders, and of this the 
President of the company, Sir Henry Tyler, 
was bound to take notice. In fact, his long 
speech at the meeting was chiefly apologetic. He 
claimed that the misfortunes of the company were 
such as the directors could not have avoided by 
any action of theirs; that so far from resulting from 
their policy in extending the system, as in purchasing 
and completing the Chicago & Grand Trunk and leas- 
ing the Great Western, these acquisitions have been of 
the greatest advantage and have saved the company 
from greater disaster than it has actually encountered, 
and that after all the Grand Trunk has done better 
than the other American roads similarly situated. 

It is altogether true that nothing which the Grand 
Trunk management could have done could have pre- 
vented a decline in the profits of that railroad. 
Possibly the losses might have been less if the manage- 
ment had been different in some respects; but the 
times would have been too much for any management 
of this road, as they were too much for the manage- 
ment of all other trunk lines. As for the demoraliza- 
tion of through rates, to which a very large part of 
the losses of the year was due, probably most of the 
Grand Trunk’s competitors think that it was most to 
blame for the first two-thirds or three-fourths of the 
year ; but probably none would say that it alone was 
to blame, or that there would not have been a great 
deal of demoralization whatever the action of the 
Grand Trunk. 

Sir Henry Tyler recites at some length the history 
of the company’s position in the pools. The begin- 
ning of the troubles of the year can be traced to the 
distribution of the Chicago shipments. The Chicago 
& Grand Trunk was awarded an addition to its per- 
centage on account of the transfer to it of the National 
Dispatch line from the Michigan Central. By the 
terms of the agreement, Mr. Fink made a preliminary 
award, from which, as usual, there was an appeal to 
arbitrators. The arbitrators reduced the percentage 
awarded by Mr. Fink, and by the agreement this 
should have been the end of the matter for the 
time, the Chicago & Grand Trunk having the right 
to ask for a new award after a time. But 
the Chicago & Grand Trunk virtually refused to accept 
the award of the arbitrators. It demanded that the 
question should he submitted to a second arbitra- 
tion. Now there is no doubt that the Grand Trunk be- 
lieved the arbitration to be very unjust to it, and that 
some of the best authorities shared this opinion. But 
its associates in the pool felt that the whole basis of 
confidence in their agreement was gone if any party to 
it should refuse to accept a final adjudication of a 
question in accordance withthe terms of the agree- 
ment—should claim an appeal from a decision by the 
Supreme Court because that decision did not suit it. 
The question of justice or injustice in a special case 
seemed trifling in comparison with respect for final 
decisions duly made. Actually the Grand Trunk suc- 
ceeded in having the case reopened, but the new 
award was not much more fave rable to it than the old 
one, and there is little doubt that its refusal to abide 





The present condition of things tests the strength 





by the decision at the first arbitration very greatly 


weakened faith in the effectiveness of the pool. 
Though there might have been and probably would 
have been much cutting of rates in any event, prob- 
ably the Grand Trunk’s profits on the business of 
1884 would have been decidedly greater if it had sub- 
mitted to the first arbitration. 

Therefore, when Sir Henry Tyler represents his com- 
pany as without fault in the conduct which has re- 
sulted in the destruction of the profits of through 
traffic, his statement is not likely to be accepted by the 
American companies. On the contrary some of 
them, and perhaps most of them, would probably say 
that the Grand Trunk for many years, more than any 
other one company, has prevented the maintenance of 
rates. This was some years ago a more general opinion 
than it is now doubtless ; and it is quite possible that 
it has often acted for its best interest in cutting rates, 

Sir Henry Tyler announced at the meeting that he 
would come to this country very soon for the pur- 
pose ‘‘above all to try and establish equitable and 
permanent pooling arrangements, which are of the 
highest importance for us and other railway compa- 
nies on that continent in the future.” There prob- 
ably has been here a feeling, especially since it gave 
notice of withdrawal from the Chicago and the trunk- 
line pools, that the Grand Trunk had lost faith in the 
value of such arrangements, and deliberately pre- 
ferred to act independently. But Sir Henry’s state- 
ment only confirms other recent expressions of 
Grand Trunk representatives as to its anxiety to 
join in some arrangement for the restoration and 
maintenance of rates. The small profits of last 
year, the continual decrease in the earnings of the 
company since, and the very bad prospect ahead, 
would naturally lead managers at all mindful of their 
shareholders’ interests to make all efforts possible to 
get some profit from the through business, which is the 
more important to the Grand Trunk because its local 
business is, for a trunk line with a heavy capital 
account, light. Thereis noreason to doubt the sin- 
cerity of the Grand Trunk President in this statement 
of hisanxiety to establish ‘‘ equitable and permanent 
pooling arrangements.” If only his ability were equal 
to his will, doubtless things would be going on swim- 
mingly by next July; but as nearly all the American 
railroad managers interested in the business have so far 
failed in their joint efforts toward this end, we are not 
wholly confident that Sir Henry Tyler will succeed. 
If he does, the owners of American railroad shares 
should erect a statue in his honor as tall as our New 
York Goddess of Liberty. He can help, however, 
and his help is indispensable; and it will be en- 
couraging to those who have supposed that the Grand 
Trunk had permanently abandoned the idea of pooling, 
that they will have its powerful aid and co-operation 
in future efforts to secure some profit on through 
traffic. 








The very brief report of the New York, Chicago & 
St. Louis Railway Company for 1884 is remarkable as 
showing the lowest average freight rate ever reported, 
namely, 0.476 cent per ton per mile for all freight. 
This is but little more than the average through rate 
of the Michigan Central for the same year (0.424 
cent). This is explained by the fact that the 
New York, Chicago & St. Louis has little else than 
through freight. The expenses were 744 per cent. 
of the earnings, which would make the average 
expenses per ton per mile 0.367 cent. If it is 
argued that this allows too little for freight and too 
much for passengers, we reply that the average pas- 
senger rate was only 1.68 cents permile and 75 per 
cent. of that, or 1.26cents, seems a very low passenger 
expense. And, further, the passenger traffic is so in- 
significant that if we charged the whole of the work- 
ing expenses to the freight, it will make the average 
cost but 9.395 cent per ton per mile. Is this then an 
extraordinarily cheap road to work? Notatall. The 
company has simply been consuming its road and so 
has saved, for the time, the cost of maintenance. 
Rails, ties, the long trestle works and the rolling stock 
were all new; very little needed be done to them; but the 
wear of the last two years will all have to be made good 
and paid for eventually. Unfortunately no details of 
expenses are reported: they would be interesting. 

The average expense is of course lower because most 
of the traffic is through. The average freight-train- 
load last year was 242 tons, which is a little 
less than on the Lake Shore, with its heavy local 
traffic and great mileage of branches. The passenger 
traffic was very small, equal to 1} passenger trains 
each way daily, with an average load of only 80 each, 
and earning only 51 cents per train-mile. The freight 
trains earned $1.15 per train-mile. The road has not 
suffered for lack of freight traffic. In proportion to 
mileage it carried more than the Lake Shore (equiva- 





lent to 1,583 tons each way daily, against 1,442 on the 
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Lake Shore); b but it is hard to see how any amount of 
traffic at last year’s rates could have supported it. 

What the road is really capable of it is impossible to 
say until it has been worked long enough to have aver- 
age renewals made. Owing to the nature of the 
structure they will probably be costly. But the road 
has certainly shown itself capable of carrying a large 
traffic. 


Lake navigation opened late this year, the first 
vessel getting through the Straits of Mackinaw May 
3, with great trouble fromice. A single vessel cleared 
from Milwaukee for the lower lakes that day, and a 
few on the 4th and 5th from Chicago, but the bulk of 
the Chicago fleet did not clear till the 6th, when it 
was reasonably certain that the ice in the straits would 
not be troubl3some. The date of the opening for the 
last seven years has been : 


1879. 1880. 1881. 1882. 1883. 1884. 1885. 
Apr. 23. Apr.5. May4. Apr.5. Apr.28. Apr. 24. May 4. 


There has been no later opening of the lakes since 
1858 at least. 

This makes the season for the lake vessels this year 
10 days shorter than last year, 6 shorter than in 1883, 
and 29 shorter than in 1882. 

The Erie Canal was opened last Monday, and the 
vessels first leaving Chicago hardly had tinie to trans- 
fer cargoes at Buffalo so soon as then. The date of 

he opening of the canal fur seven years has been : 


1879. 1880. 1881. 1882. 1883. 1884. 1885. 
May 8. April20. May17. Aprilll. May7. May6. May9 


With the great accumulation of wheat at lake ports 
and the exceptional demand for vessels to take grain 
from Duluth, both lake vessels and canal boats might 
expect a more profitable season than usual of late if 
the railroads were not offering to carry the grain at 
cost. They have spoiled the transportation business 
for themselves and for every one else. 

The lake rates just before the opening and at which 
probably most of the vessels were engaged for their 
first trip down were 3 cents for corn and 3} for 
wheat from Chicago to Buffalo; but these rates fell 
off 4 to 4 cent by the end of the week. It is interest- 
ing to note that at the same time propellers engaged 
to take wheat from Duluth to Buffalo for 34 cents. 

The opening rates on the Erie Canal were 4} cents a 
bushel for corn and 5 for wheat from Buffalo to New 
York. The opening rates on the lakes (Chicago to 
Buffalo) and the canal (Buffalo to New York) for the 








last six years have been, in cents per bushel : 

Lakes: 1880. 1881. 1882. 1883. 1884. 1885. 
WO scr ccnmhcs cued. caen 5 5 2% 334 234 314 
CAR Gok vets Susbeagedsir<0s 5 4% 24 314 o6 

Canal 
WN oct si veXcndcaoscuies ™% 6% 5K 6 44% «5 
RIED -ica’ widhaeee sho, anleanan 7 6 5 5% 336 4% 


Itis encouraging to see that the rates are alittle 
higher this year than last, though rail rates were the 
same, and the higher rates are justified by the very large 
stocks in Western elevators. Last year within a few 
lays from the opening the rate fell to 2 cents for corn, 
whith was the chief grain shipped then.§ 

The ocean fate from New York to Liverpool is 2d. 
per bushel by steam, and the whole cost of transport- 
ing a bushel of wheat from Chicago to Liverpool by 
water isnow about 14 cents, including transfets at 
Buffalo and New York, and only about 143 cents from 
Duluth to Liverpool, which is less than a rate which 
has been common, and was esteemed a low charge, 
from Kansas City, Omaha or Minneapolis to Chicago. 
Certainly if there is a difficulty in finding a market 
for our surplus grain, it is not for lack of cheap 
transportation. 








Just before navigation opened contracts were made 
by propellers to carry wheat from Duluth to Buffalo 
for 34 cents a bushel, which was but } cent more than 
the rate from Chicago at the same time. With no 
greater difference than this, it is difficult to see how 
paying rates can be got by the railroads for carrying 
wheat from St. Paul and the country northwest of it 
to Chicago ; and with rates from Lake Superior points 
so low it would seem possible to send grain east by 
way of these points not only from northern Minnesota 
and Dakota, but also from southwestern Minnesota, 
southern Dakota, western Iowa and Nebraska, to an ex- 
tent sufficient to fill the cars which go loaded with lum- 
ber from Wisconsin, etc., southwestward. From avery 
large part of the system of the Chicago & Northwest- 
ern (including the St. Paul & Omaha), the Chicago, 
Milwaukee & St. Paul and the,Chicago, Rock Island 
& Pacific (including in the latter the Minneapolis & 
St. Louis and the Burlington, Cedar Rapids & North- 
ern), the distance to a Lake Superior port is as short as 
to Chicago or Milwaukee, and as the first two are 
largely interested in lines to Lake Superior, they 
will receive the freight on the grain whether 
it goes to one lake or the other. But they will 
not welcome a change in the course of traffic which 
lessens the profits on the traffic carried between St. 





Paul and Lake Michigan, and low lake rates between 
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Buffalo and such Lake Superior ports as Duluth, 
Superior, Washburn and Bayfield will certainly make 
low rail rates between Chicago and St. Paul, and it is 
difficult to see what the railroads can do to prevent 
them. Heretofore the line of equal rates from the 
sea has not extended far up the Mississippi from St. 
Louis, but Lake Superior now seems likely to establish 
northwest of Chicago the very low rates to the sea- 
board which Lake Michigan has long made necessary 
southwest of Chicag>. 








April Earnings. 

We have reports of April earnings from 26 railroads this 
week, besides 14 that had reported previously. Of the 26 
reporting this week 17 have a decrease in earnings, amount- 
ing to $841,894, and nine a decrease amounting to $411,052, 
and the aggregate decrease of the 26 is $430,842, or 4° per 
cent. Included with them is the Canadian Pacific, which has 
a very large increase in mileage and an increase of $333,033 
(97 per cent.) in earnings. Excluding this, the other 25 roads 
have an aggregate decrease of $763,875, or 834 per cent.—a 
very serious falling off. 

The aggregate result for the 40 railroads that have been re- 
ported so far is: 

5. 1884. Decrease P.c. 
Earnings.......... $15,531,535 $16,511,872 $980,337 6.0 

Of this number 16 had an increase and 24 a decrease in 
earnings: The 16 which gained had an aggregate increase 
of $508,875, nearly two-thirds of which was by the Canadian 
Pacific, and the only other gains Which can properly be called 
large are 14 per cent. by the Rome, Watertown & Ogdensburg 
and other gains by small roads which are working a larger 
mileage than last year. The 24 roads losing bad an aggregate 


decrease of $1,489,212, of which 
The Northern Pacific lost........ ccccsescccccscccs $568,410 
pS One 295.079 
The St. Paul & Omaha lost ............. . 103,898 
The St. Paul & Manitoba lost.......... .. ... ...- 97,199 
And these four roads lost...........06 sss.s+- $1,064,586 


So that the other 20 roads lost but $424,626. 

There are, however, several important decreases among the 
other roads, as a nearer inspection will show, the Central 
Iowa losing 25 per cent., the West Michigan 18 per cent., the 
Flint & Pere Marquette 22 per cent., the Mobile & Ohio 2414, 
the Peoria, Decattir & Evansville 1814, the Alton & Terre 
Haute Main Line 1914 and its Belleville Line 231%, and the 
St. Paul & Duluth 22 per cent. 

We saw last week that the two great roads northwest of 
Chicago had nearly the same earnings as last year and the 
year before. The St. Paul & Omaha, however, which might 
be expected to share their fate, has a very large loss this 
year, and for five years its April earnings have been : 

1881. 1882. 1883. 1884. 1885. 
$261,211 $377,288 $429,239 $567,998 $464,100 

The mileage has increased rapidly, but is nearly the same 
this year as last. The decrease is not so discouraging as it 
appears, from the fact that the earnings were extraordinary 
last year in April—larger thanin any other month of the 
year except October, while always heretofore earnings have 
been less in April than in any following month of the year. 

The Manitoba shows a large decrease, as the Northern 
Pacific does, but not nearly so large, and the St. Paul & 
Duluth also has a large decrease. Of the four roads north- 
west.of St. Paul all but the Canadian Pacific (which is also 
an eastern road) show a large decrease, though they should 
have had much more wheat to move this year than last. The 
St. Paul & Duluth and the Manitoba have made the follow- 
ing returns for five years : 


1881. 1882. 1883. 1884. 1885, 
St. Paul & Duluth.. ........ $63,988 $76,795 $83,360 $65,195 
Manitoba... . ++. . $425,685 570.890 812,017 804,999 707,890 


Thus both roads earned less this year than in 1883. 
Some other Western roads have had earnings in April as 
follows : 





81. 1883. 1884. 1885 

Cen. Pacific..... $1, ae 870 92:01 837 82 05 313 $2,030,079 $1,7: 36,000 
peeves & mee.. 423,111 559,280 £93,531 473,349 ‘438, 160 
Chic. & Alton.. 558,190 = 56 4, 860 600,878 607,231 590,025 
Wabash......... 967 *033 1,378,194 1,164,651 1,187,141 =-1,114,488 
Peoria, Dec. & Ev. 51,8938 67,084 60,059 €2,555 51,016 
Alton & T. H.— 

Main Line..... 133,337 97,865 102,278 104, 912 84,395 

Belleville Line. 64,110 67,45 58,976 71,433 54,724 
Ind.,Bioom.& W. 20C,064 180,477 231,151 168,111 169,x92 

v ic. sstesees 65.272 55,289 60,470 60,649 
Cal. © W. HOR... ..00-.- 95,640 120,959 144,558 ust 216 
Det., Lan. 111,426 134,0¢6t 156,702 138,226 69 
Flint& P.M . 171,400 88,569 237,517 216,821 5 
Wis. Central.. 123,765 158,533 124,678 122,536 137, "606 


The Central Pacific, it is seen, earned less this year than in 
any other of the five,and the Denver & Rio Grande less 
than in any other since 1881, when its mileage was much 
smaller. The Chicago & Alton earned less than in 1883, but 
more than in previous years. The Wabash has not varied 
much for the last three years, but earned 19 per cent. less 
than in 1882. Compared with last year its earnings keep up 
better than those of most other roads. The Peoria road and 
both the Terre Haute lines earned less this year than in any 
other of the five, and the Main Line (which is the Vander- 
bilt St. Louis line), 37 per cent. less than in 1881. 

The Indiana, Bloomington & Western included the 152 
miles of the Indianapolis, Decatur & Springfield in 1883 
but not in the other years. It earned about the same as last 
year, but much less than in 1881 and 1882. Of the four 
lumber rvads at the foot of the list, all but the Wisconsin 
Central have done very badly this year, the Detroit, Lansing 
& Northern earning less than for three years previous and the 
Flint & Pere Marquette less than for four years. The 
decrease of the latter since 1883 is 30 per cent. 

The three Southern roads reporting this week have earned 
as follows in April : 


1881. 1882. 
Losiaville & Nash. .$85",862 $933. 613 $012, 130 $l, * 2a 291 $1, ce 2 608 
Mobile & Ohio. ..... 169,550 "141.957 — 129,108 167,790 126,537 
Norfolk & West..... 174,438 171,798 190,996 196,001 198;463 


The Louisville & Nashville has a small gain over last year, 











when it earned 19 per cent. more than ever before in April; 
the Mobile & Ohio earned less than in any other April; the 
Norfolk & Western a trifle more than last year and more 
than ever before. 

There has been little so far to indicate what was the course 
of earnings on the trunk lines and their immediate western 
connections. Last year they were carrying a great deal of 
through traffic east without profit; this year a still larger 
part of their traffic was unprofitable. 








The Chicago through shipments last week show very clear- 
ly the effect of a generally prevailing 15 cent rate, the ship- 
ments having been one-half more than the week before, and 
this in spite of the fact that it was the first week of lake navi- 
gation. This latter, however, probably had no great effect, 
as the cargoes for the vessels in the harbor were chiefly en- 
gaged before the week opened, and few or no vessels arrived 
during the week. Lake rates fell, however, about half a 
cent a bushel during the week. The through shipments of 
flour, grain and provisions Jast week and the corresponding 
week in previous years have been: 

1880. 1881. 1882. 1883. 1884 1885. 
27,000 22,351 28,273 40,482 53,598 78,500 

Thus the shipments were much larger this year than in 
any other, and were 46 per cent. more than last year, when 
also navigation was open and the grain rate was 15 cents. 

The total shipments and the percentage going by each rail- 
road in each of the last six weeks have been: 











Tons: Apr. 4. Apr. 11, Apr. 18. Apr. ‘ May 2. May 9. 
Flour........ 22,267 22,108 22,681 lt aa 17,219 17,041 
ee 46,894 54.188 49,630 34, ‘675 27,430 53,360 
Provisions... 5.948 6,793 7,188 6,369 7,139 8,090 

Total... .75,109 83,089 70,519 60,315 51,788 78,500 

Per cent.: 

C. Grand T... 19.2 15.6 20.5 5.9 5.1 49 
Mich. Cen ... 27.4 20.9 15.5 14. 6 14.0 25.7 
LakeShore.. 4.6 5.6 4.8 7.0 9.4 17.6 
Nickel Plate.. 9.4 9.3 738 7.3 6.3 72 
Ft. Wayne. 19.8 18.7 256 295 30.1 218 
C. St. L. & P.. 12.5 16.8 14.1 18.6 14.5 9.2 
Balt. & Onio,. 5.3 66 a4 8.6 4.4 8.2 
Ch. & Atlantic. 1.8 6.5 3.3 8.5 17.2 5.4 

Total... 100.0 100.0 100.0 100.0 100.0 100.0 


Substantially the whole of the increase was in grain, the 
shipments of which were nearly twice as great as the week 
before, and among the largest rail shipments ever made, even 
when navigation was closed and the demand for grain most 
pressing. 

The changes in the percentages are notable, the Michigan 
Central having twice as large a share as of the smaller ship- 
ments of the week before, and carrying three times as large 
a quantity; while the Chicago & Atlantic and the two Penn- 
sylvania roads had much smaller shares than then. The 
share of the Lake Shore was also very largely increased, and 
the three Vanderbilt roads together carried 50.5 per cent. of 
the whole, against 28.7 the week before, while the Pennsyl- 
vania roads carried 31 per cent., against 44.6 the week 
before. 

The Fort Wayne led in flour shipments, taking 3644 per 
cent. of the whole, while the Michigan Central had 24% per 
cent. and the Lake Shore 19'4 ; but in grain the Michigan 
Central led, with 27! per cent., the Lake Shore had 18 per 
cent., and thé Fort Wayne 17'¢ per cent. The Chicago & 
Atlantic, which had carried 7,873 tons of grain the week be- 
fore, carried but 3,224 tons last week, though the total grain 
shipments nearly doubled. 

At current rates there is no direct advantage in carrying 
flour and grain, but there remains a trifling profit on pro- 
visions and the higher classes of freight. Until May 1 the 
roads which carried more than their proportion paid bal- 
ances to those which were short, but now each road keeps all 
jt receives. Itis not probable, however, that they will re- 
main very eager to get a large share of the business at cur- 
rent rates, especially if they have fallen below 15 cents, as is 
reported this week. 








Mr. F. M. Wilder has in use on the New York, Lake Erie 
& Western Railroad a simple test for stay-bolt iron which 
has proved very satisfactory, not only because it is so easily 
and quickly made, but because it has been found to givea 
more certain indication of the quality of the iron for that par- 
ticular use than the ordinary tensile or torsional tests m ade 
with special testing apparatus. 


A piece of the iron to be tested, 2}¢ to 3 ft. long, is 
firmly fixed in a vise, horizontally, and a piece of pipe, 
fitting it loosely, slipped over it to within 6 inches 


of the edge of the vise, leaving that much of the iron to 
be tested bare. Twomen then walk around with the end 
of the pipe until the iron has been bent to a right-angle, 
when it is bent back straight again nearly as may 
be. The piece is then turned half round in the vise 
and the operation repeated, and so on until the speci- 
men breaks, which it generally does all at once, on one 
edge or the other, about an inch or more from the edge of 
the vise. No support whatever is afforded to the exposed sec- 
tion of the iron, but the strain is left to concentrate itself 
wherever it will, and the quality is judged by the number of 
complete right-angle bends of this kind which the specimen 
will stand, which is found to vary from four to sixteen in 
specimens of % in. iron sold for good stay-bolt iron. In the 
same lot, however, wider fluctuations than two or three 
bends are not common, and the present requirement is that 
in addition to the usual tests stay-bolt iron shall stand twelve 
bends on an average without fracture. 

This test had its origin in the fact that the fractures, 
comirg as they do on the inner edge of the outside fire-box 
sheet, indicated that they arose from a bending strain con- 
centrating itself at that point. It was at first attempted with 
success to imitate the effect of these strains by vibrating the 
upper end of a stay-bolt in a shaper, giving it a throw of 
in. (which was assumed as about the maximum to which 
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they were exposed in service), the lower,end being fixed in 
the usual way in a piece of boiler iron. It was found that 
from 2,000 to 9,000 vibrations of this kind sufficed to pro- 
duce fractures of the same kind and in the same place as in 
stay-bolts in service. The idea was then conceived of at- 
tempting to shorten the test by bending them through a 
larger angle, and the two methods when compared were 
found to agree sufficiently well to make the simpler test a 
very fair one. 

An interesting feature in the test is the practical illustra- 
tion it gives of the effect of overstrain to “‘ strengthen”—i. ¢., 
harden—the iron. At each successive bending the force re- 
quired to bend it increases very noticeably, so that the nearer 
it is to breaking the harder it is to bend. No better illustra- 
tion could be desired of the worthlessness of tests for ultimate 
strength alone as an indication of quality. 








A correspondent suggests that an important cause for 
the fracture of angle-bars on the top edge is that they have 
been bent downward at the centre, either in manufacture or 
by previous use on a low joint, so that they “‘ have to be forced 
into place with a hammer, which produces an undue strain 
upon the upper edge of the bar at the centre, causing it to 
break.” This he thinks is proven because the fractures 
always occur on the upper edge. 

Without doubting that fracture from this cause may some- 
times occur, the theory hardly appears to meet all the facts of 
the case. Of the large number of such fractures which occur 
only a few of them can be reasonably supposed to arise from 
injury at other points or from such defects of manufacture 
that the angle-bar needs to be hammered into place, as is 
evident from such records of fractures as appeared in our 
issues of March 6 and April 3; and there is a 
reason other than that suggested why the cracks should 
always come on the upper edge instead of in the base, pro- 
vided there is ever a tending strain upward, viz., that there 
is a less area of metal to resist fracture there and that the 
upper edge is farther from the ‘‘ neutral axis,” or line where 
bending neither stretches nor co: presses the fibres. It is not 
necessary to assume that the bending strain must be always 
upward to account for the fractures always being on the 
upper edge. In fact experiment has long since shown that 
alternating strains are the most dangerous of al], and will 
ultimately cause fracture under far less strain than would be 
required if there were not such alternation. Assuming the 
breaking strains downward and the breaking strains upward 
to be of equal frequency and force, it is inevitable that the 
weakest place will show the first fracture, and the top edge is 
that weakest place. It would be easy to compute theoretic- 
ally how much greater the fibre-strains are on the top edge 
than on the bottom, and hence, by means of the formule de- 
duced from Wohler’s famous experiments on alternating 
strains, how great the excess of downward strains would 
have to be before fracture in the base could occur, but the 
refinement would be useless, since experience has already 
shown that in practice fractures do not occur there. 








What shall be done with the Central Massachusetts Rail- 
road, isa problem which seems to have hopelessly puzzled 
the directors and large stockholders of this unsettled corpora- 
tion. Months have passed since preliminary steps were taken 
to do something to secure the completion and operation of 
the road, but nothing substantial has been accomplished. 
Recently a small number of the stockholders held a meet 
ing, called by some of their number, in Boston, when 
Mr. H. A. Blood, who has been somewhat prolific in rail- 
road schemes, submitted a plan which he thought would 
work out the salvation of the corporation. The scheme 
was plausibly elaborated on paper and in Mr. Blood’s 
remarks, and after some discussion was approved by a 
majority of those present, and a committee was appointed to 
submit the bill prepared by Mr. Blood to the Legislature, 
and to take other measures to secure the success of the plan. 
It is not necessary to consider this plan or the objections to 
which it is open. Itis a financial fabric with very little 
solid foundation, and several weak spots, the failure of which 
will tumble the structure in ruins before it is half built. It 
is not countenanced by the directors, and apparently by few 
of the large stockholders, and is therefore not likely to assume 
an authorized shape. But Mr. Blood has been accorded a 
hearing by the Committee on Railroads, though it is not very 
probable that he will accomplish much more, and the problem 
remains unsolved. 

While the Central Massachusetts has thus been waiting for 
something to turn up, the absorption of the Boston, Barre & 
Gardner road by the Fitchburg, shows how the Boston & 
Lowell has missed an opportunity to secure a western con- 
nection more direct than through Vermont and Canada, by 
leasing the Central Massachusetts as far as Jeffersonville and 
securing the Barre & Gardner road as the Fitchburg has 
done. 

Whether the opportunity was worth embracing, however, 
is a question admitting of discussion. These very short Bos- 
ton roads can never make much out of through traffic to and 
from the West unless they get a large terminal allowance, 
and as rates have been lately, the less they get the larger their 
profits—or smaller their losses. 








Record of New Railroad Construction. 


Information of the laying of track on new railroads in the 
current year is given in the present number of the Railroad 
Gazette as follows : 

Brooklyn Elevated.—Completed from York and Washing- 
ton streets in Brooklyn, N. Y., to Broadway and Gates 
avenue, 5 miles. 

Fort Worth & Denver City.—Extended northwest to 
Harrold, Tex., 22 miles. 





Kansas City & Southern.—Extended southward to Osce- 
ola, Mo., 12 miles. 4 

Minnesota & Northwestern.—Track laid from Cascade, 
Minn., northward, 25 miles, 

This is a total of 64 miles, making 404 miles thus far 
reported for the current year. The new track reported to 
the corresponding date for 14 years past has been : 


Miles Miles 
MR eccrine A dsc cn. coilcaats 31 
get gras ME hice to cast Nts <coeenee 365 
UMS 4isko cs sestancces RRM AMIO ons! ccc askarciuneschaicn 485 
BME a cakeos’ seaceest oe J Ol | Re I 229 
ROR os vison cea Soe E2101) 197 oc cceu sce 23 
WN ci cores os dese caenies EE Re 7 

Dc cuigcvavarsaivaccies ie BR IE oh ve ss ckcandiy 1,222 


This statement covers main track only, second tracks and 
sidings not being included. 








NEW PUBLICATIONS. 





The Materials of Engineering. By Robert H. Thurston, 

E., Professor of Engineering, Stevens Institute of 
Technology, etc. Part II : Ironand Steel. Part III : Non- 
ferrous Metals and Alloys. 

The two closing volumes of this treatise, the first of which 
(on non-metallic materials) was noticed in our issue of Dec. 
19, 1884, areevidently those to which the author has devoted 
greatest labor and to which he was able to contribute the 
greatest amount of original material. Each of them is of 
about twice the thickness of the first volume. It may be said 
at once that they contain a great deal of valuable material, 
which now appears for the first time in a general treatise: 
having previously been accessible only in the less convenient 
form of separate papers or specifications, Chapters X. and 
XI. of Part II., for example, on ‘‘temperature and time as 
modifying resistance, flow of metals, fatigue, etc.,” and on 
‘* specifications, tests and inspections” contain a great deal of 
materials of this kind, and the information on bronzes is 
exceedingly full and largely original. 

The ‘‘ materials” treated are dealt with only in their simple 
elementary forms, the strength of structural shapes, for in- 
stance, not being at all discussed, except incidentally in a 
few special cases. Nearly half of the first volume is given 
up to descriptions of the various ores and processes of manu- 
facture of iron and steel, and so is of interest to the metallur- 
gist and manufacturer rather than to the engineer as such. 
A knowledge of these processes is of course desirable, and we 
may even grant essential, for one who is thoroughly to un- 
derstand all the properties of metals and the causes thereof, 
but as it is a subject in itself and of only indirect importance 
to those who use metals, it would have much reduced the size 
and cost of the wcrk had it been more closely restricted to its 
main purpose, the properties of the manufactured article. 

A fault which greatly detracts from the value of the 
work is that sufficient time and care have not been used in 
arranging and compressing it so that all information of the 
same kind should be together, due perspective preserved and 
the time and thought of some hundreds or thousands of read- 
ers spared from drawing conclusions and making comparisons 
which the author ought to make for them. It is literally as 
well as figuratively a mine of information. To find it one 
must dig it out for himself. 

Yet it should be admitted at once that it is such a mine, and 
that Professor Thurston has collected together a large part of 
the valuable information on the subject, in the main of the 
mest recent kind, and a complaint that he has not done more 
may therefore seem both ungracious and unfair. It is not, 
however, stated as a complaint, but simply as a fact; and a 
good proof that it is a fact, chosen quite at random among 
innumerable others, may be found in paragraph 243 (pages 
433-9), on tool steel, which illustrates both the faults 
and the merits of the book. The three voluminous tables 
there given contain valuable matter which might well 
have escaped a less thorough student. Had they been 
analyzed, averaged, and rearranged according to results, 
instead of according to the order of laboratory record, 
they would have no doubt given a close idea of the properties 
of tool steel and the causes thereof. As it is they are pitch- 
forked in bodilySwithout the slightest attempt even so to ar- 
range them typographically as to facilitate comparison, and 
they are hence unmeaning and almost worthless without 
three or four hours’ careful work in collecting and comparing 
—work which the author of a treatise on results should have 
done himself. Had he done so, he would have boiled down 
the seven pages into three, preserving every essential or use- 
ful fact. That he did not do so imposes great labor on the 
reader. He is given material to work on which might other- 
wise be inaccessible, but it is largely raw material, which he 
must work up himself before he can use it. 

In spite of these faults, however, this is a work which every 
thorough student of the properties of metals will find use for ; 
and as a work of reference for many whose aims are less ambi- 
tious it will fill a place which has not heretofore been so well 
occupied, or indeed occupied at all, The results of Professor 
Thurston's own investigations are not the least valuable of the 
material thus referred to, but he shows a catholic readiness 
to collect information wherever he finds it. Had he but taken 
as much pains to collate as he has to collect he would have 

produced a most valuable, or let us rather say more valuable, 
work, 
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Children on Long Trips. 

The confidence people have in the railroad men of the country 
is aptly shown by the number of small children who are sent 
through for long distances without any escort. Several cases 
of this kind have occurred recently, one of them on Sunday 
last. A little girl, five years of age, from Boston, was being 
sent through to San Francisco, coming in over the Lacka- 
wanna, and going west over the Erie. She had a card pinned 
on her clothing, stating her destination, and as a result far 
more attention was paid to her than to any other passenger 
on the trains. She was taken especial care of, the last man 





in charge turning her over to the one running next west of 


~ | completed a passenger car for t 
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him, with particular instructions to take care of her. Last 
week another little girl, but four years of age, was sent from 
New York to Denver in the same manner. This fact speaks 
well for the railroad employés of the country.—Buffalo Ex- 
press. 








TECHNICAL. 
The Car Shops. 





3 | The Bradley Car Shops in Worcester, Mass., have just_com- 


— two handsome reclining-chair cars for the New York, 
rovidence & Boston road. These will be, we believe, the 
first cars of this kind run on an eastern road, although quite a 
number are in use on western lines, 

The Old Colony Railroad shops in South Boston have just 

ie Northern Division. It is 
60 feet long and seats 64 passengers, The inside finish is in 
mahogany, 

The Wason Manufacturing Co. at Brightwood (Springfield), 
Mass., has taken a large contract for cars for the Panama 
Railroad. 

The Pullman Car Shops at Pullman, IIl., are ———, 12 

ssenger cars and 250 freight cars for the Chicago, Bur- 
— & Quincy road. 

he Michigan Car Co. in Detroit is building 250 freight 
cars for the Chicago, Burlington & Quincy road, and has 
other orders on hand. 

Wells, French & Co. in Chicago have taken a contract to 
build 1,000 freight cars for the Chicago, Burlington & Quincy 
road, that company having let contracts for 1,500 cars in ali. 

The Litchfield Car & Manufacturing Co. in Litchfield, Il, 
has several orders for passenger cars on hand, but is not do- 
ing much in the way of freight car work, with the exception 
of repairs for the Wabash, St. Louis & Pacific road. The 
shops are now building some mail cars for the Wabash, and 
passenger cars for the Indiana, Illinois & Iowa, the Burling- 
ton, Cedar Rapids & Northern and the Indianapolis & St. 
Louis. 

The Missouri Car & Foundry Co. in St. Louis is building a 
number of refrigerator cars, and has a good deal of repair 
work. The foundry is very busy on some large orders for 
car wheels. 


Iron Notes. 


The plant of the Union Iron & Steel Co., in Chicago, is now 
being repaired and put in order, and will be ready to start 
up in a short time. 

The Jefferson Iron Works in Steubenville, O., will soon, it 
is said, pull down their two blast furnaces and build in their 
place a single large furnace with the latest improvements. 

Secaucus Furnace at Secaucus, N. J., has gone out of blast. 
but will blow in again as soon as some slight repairs are 
made. 

The Blandon Rolling Mill at Blandon, Pa., has stopped 
running on account of lack of orders. 

Franklin Furnace in Sussex County, N. J., will go out of 
blast shortly to make necessary repairs. 

The Manufacturers’ Committee, at a meeting held in Pitts- 
burgh this week, decided that it would be impossible, in the 
present condition of trade, to adopt the schedule of wages 
presented to the Amalgamated Association. 


Manufacturing and Business. 


On May 1, 1885, the Machine Tool Works, Frederick B. 
Miles, Engineer, at 24th and Wood streets, Philadelphia, 
were consolidated with the Industrial Works of William B. 
Bement & Son, at 21st and Callowhill streets, also of Phila- 
delphia. Mr. James Dougherty, of the Machine Tool Works. 
has ‘withdrawn his interest, and henceforth the two concerns 
will be conducted as one under the firm name of Bement, 
Miles & Co., the members of the firm being William B. 
Bement, Clarence S. Bement, Frederick B. Miles and William 
P. Bement. The office will be at 21st and Callowhill streets, 
Philadelphia. The new firm will continue to build all of the 
large assortment of machine tools of approved patterns here- 
tofore manufactured by both firms, and the high reputation 
of both is a guarantee of the continued excellence of their 
manufacture. 

The Woolley Electric Headlight Co. met on May 9, in In 
dianapolis, and elected the following officers and directors : 
President, W. W. Douglass ; Vice-President, E. M. Johnson : 
Secretary and Treasurer, William B. Hord; directors, Albert 
Baker, W. W. Douglass, H. H. McGaughey, L. G. Woolley, 
E. M. Johnson, W. B. Hord and Thomas Atkinson. A reso- 
lution was adopted requesting the directors to make provision 
for establishing a manufactory in Indianapolis at once, and a 
committee of three was appointed to select the site and make 
all the necessary arrangements, 


The Rail Market. 


Steel Rails.—Several large orders have been placed, most 
of them on private terms, although it is understood that 
about $26 per ton at mill has been the lowest price. Quota- 
tions for small orders range from $26.50@$27.50, for ordi- 
nary sections, and $29@$31 for light rails. The market is 
fairly strong, and manufacturers seem to look for better 
prices. 

: Rail Fastenings.—There is very little doing, and quota- 
tions continue entirely nominal, at 1.90 cents for spikes in 
Pittsburgh, 2.25@2.65 for track-bolts, and $1.60@1.70 for 
splice-bars. What little business is done is entirely on pri- 
vate terms. 

Old Rails.—The market for old iron rails is dull, with very 
few sales reported. Quotations vary from $17 to $18 per 
ton at tidewater. Old steel rails are quoted at $16.50 to 
$17.50 per ton in Pittsburgh, with only a light supply. 


Western Society of Engineers. 


The 208th meeting was held in Chicago, May 5. _In the ab- 
~- of the President Mr. Artingstall was called to the 
chair. 

The Secretary reported receipt of photograph likeness from 
Mr. J. J. McVean. 

The Secretary read a letter from Col. Prout, Secretary of 
the Association, to the effect that members could obtain from 
him any books on the catalogue of John Wiley & Sons at 
25 per cent. discount, postage paid ; on account of advertis- 
ing in the Jourral. 

tt was voted that a bill from the Association of Engineer- 
ing Societies for $1 on each copy of the Journal taken by the 
Society be paid; amount, $108. 

It was voted that the report of the Committee on Topics, 
adopted at the last meeting, be printed in the Journal. 

r. Wright read a paper, The Best Material for Street 
Railroad Rails. The Society then adjourned. 


Engineers’ Club of St. Louis. 


The club met in St. Louis, April 29, and was called to 
order by President Moore, 24 members being present. 

The Executive Committee reported that the resignation of 
John A. Sobolewski had been received and accepted. Wm. 
W. Penney and O. A. Orrman were elected members. 

Mr. Ockerson’s motion to hold the meetings of the club at 
Washington University was taken up and carried. ; 

Mr. M. L. Holman read a paper, House to House Inspection 
to Prevent Water Waste. The paper gave a recount of the 
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inspection made in St. Louis from December, 1883, to March, 
1884. 

The paper was generally discussed. 

Mr. C. F. White read a paper on Dynamometers. The in- 
crease in the practice of selling power and the growing need 
of exact information as to the power required for various 
classes of work has made a demand for power-measuring 
machines. Instruments made by leading builders were 
described and illustrated, including the Kent, the Lawrence, 
the Emerson, the Ruddick, the Van Winkle and the Wale 
transmitting dynamometers. Dynamometers are now made 
so delicate that quantities of work =e from one-tenth 
to 50 H. P. may be accurately measured, and so conveniently 
are they arranged that in many cases it is not necessary to 
disturb a single pulley or a belt. 

After a discussion of the paper the meeting adjourned. 

Car Couplers. 


The Pennsylvania Railroad shops at Altoona have completed 
150 freight cars for the New York, Philadelphia & Norfolk 
road, They are intended for fast freight service and are 
equipped with the Janney coupler and the Westinghouse 
brake. A correspondent writes: ‘‘ The ‘ absence of slack’ did 
not prevent one engine from getting away with a string of 
75 of these cars which were sent off last Saturday. The train 
was a few feet over half a mile long.” 
New Orleans Exposition Awards. 

The Kalamazoo Railway Velocipede Co. has received for its 
exhibit at the New Orleans Exposition two medals of the 
first class—one for hand cars and the other for velocipede 
cars. The velocipede car also received a certificate as en- 
titled to special mention. The award was signed by the full 
committee, and was given to this company in compet ition 
with several strong firms 
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MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings of the stockholders of railroad companies will be 
held as follows : 

Atlantic & Pacific, annual meeting, at the office in Boston, 
May 21. 

Burlington, Cedar Rapids & Northern, annual meeting, 
at the office in Cedar Rapids, Ia., May 26. 

Chicago, Milwaukee & St. Paul, annual meeting, at the 
office in Milwaukee, Wis., June 10, at noon. 

Chicago & Northwestern, annual meeting, at the office in 
Chicago, June 4. Transfer books close May 2. 

Chicago, St. Paul, Minneapolis d& Omaha, annual meet- 
ing, in Hudson, Wis., June 6. 

Missouri, Kansas & Texas,annual meeting, at the office 
in Parsons, Kan., May 20, at noon. 

New York d& Harlem, annual meeting, at the Grand Cen- 
tral Depot in New York, May 19, at noon. 

Pittsburgh, Fort Wayne & Chicago, annual meeting, at 
the office in Pittsburgh, May 20, at noon. 

St. Louis, Alton & Terre Haute, annual meeting, at the 
office in St. Louis, at 2:30 p. m. on June 1. 

Dividends. 
Dividends on the capital stocks of railroad companies have 
been declared as follows : 

Boston, Concord & Montreal, 3 per cent., semi-annual, on 
the = stock, payable May 12, to stockholders of record 
on May &. 

Chicago & Alton, 2 per cent., quarterly, payable June 1, 
to stockholders of record May 15. 

Cleveland & Pittsburgh (leased to Pennsylvania Co.), 124 
wd cent., quarterly, payable June 1. Transfer books close 
May 9. 

lowa Falls & Sioux City (leased to Illinois Central), 1°4 
per A ser quarterly, payable June 1, to stockholders of record 
on May 9. 

Oregon Railway d& Navigation Co., 114 per cent., 
quarterly, payable June 1, to stockholders of record on May 
18. _— is the regular quarterly dividend, but delayed one 
month. 

Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech- 
nica) societies will be held as follows: 

The Western Association of General Passenger & Ticket 
igents will hold its half-yearly meeting in Cleveland, O., on 
Wednesday, May 13. 

The Master Car-Builders’ Association will hold its annual 
convention at the Hygeia Hotel, Old Point Comfort (Fortress 
Monroe), Va., beginning on Tuesday, June 9. 

The Yardmasters’ Mutual Benefit Association will hold its 
annual convention in Philadelphia, on Wednesday, June 10. 

The Master Mechanics’ Association will hold its annual 
convention in Washington, beginning on Tuesday, June 16. 

The American Association of Train Dispatchers will hold 
its annual convention in Denver, Col., on Tuesday, June 16. 

The Car Accountants’ Association will hold its annual 
Pot gua in Minneapolis, Minn., beginning on Tuesday, 
June 23. 

The General Baggage Agents’ Association will hold its 
ror eal meeting in St. Paul, Minn., on Wednesday, 
July 15. 

The National Association of General Passenger & 
Ticket Agents will hold its next half-yearly meeting in New 
York, at 11 a. m., on Tuesday, Sept. 15. 

The Master Car-Builders’ Club will hold pager meetings 
at its rooms, No. 113 Liberty street, New York, on the even- 
ing of the third Thursday in each month. 

The New England Railroad Club will hold its regular 
meetings at its rooms in the Boston & Albany station, in Bos- 
ton, on the evening of the fourth Wednesday in each month. 

The Western Railway Club will hold regular meetings at 
its rooms, No. 102 Adams street, Chicago, on the third 
Wednesday ineach month. 

Foreclosure Sales. 

The Texas Western road was sold in Houston, Texas, May 5, 
under a decree of the District Court, to satisfy a judgment. 
It was bought for $140,500, by Mr. John Cummins, represent- 
ing New York creditors. The road is of 3 ft. gauge and 
extends from Houston, Tex., to Sealey, 54 miles. Its capital 
stock was $1,000,000, and the issue of bonds at the rate of 
$12,000 per mile was authorized, but none have been issued, 
although some afe understood to have been pledged as 
security for loans. 

The Connotton Valley road was sold in Canton, O., May 9, 
under decrees of foreclosure of the mortgages, and was 
be uught for $635,000 by A. N. Parlin, of Boston, for account 
of the Reorganization Committee of bondhol ders. The road 
extends from Cleveland, O., to Coshocton, 115 miles, with 
46 miles of branches. The bondholders have nearly all 
united ina plan of reorganization, under which the present 
bonds are to be converted into preferred stock, and the road 
is to be changed from 3 ft. to standard gauge and extended 
from Coshocton to Zanesville. 


Car Accountants’ Association. 
The tenth annual convention of this Association will be 


held at Minneapolis, Minn., Tuesday, June 23, 1885, at 
Ya.m. The Committee of Arrangements have selected the 





West Hotel, and specially low rates have been secured for 
delegates and their families. 

A cordial invitation is extended to all railroads and com- 
panies owning cars to send a representative to the meeting, 
and it is to be hoped that a full attendance of old and new 
members will be secured. 

The Chicago & Northwestern Railway will provide a 
special train to convey delegates and their families from 
ee to Minneapolis and return, and all desirous of attend- 
ing will please communicate with Mr.F. M. Luce at as early a 
date as possible, in order that their transportation may be 
arranged promptly. Rooms at the hotel can be secured in 
advance by notifying Mr. Clinton Brooke, Car Accountant, 
Minneapolis & St. Louis Railway, Minneapolis, Minn. 

Delegates intending to be present at the convention will 
please notify Mr. H. H. Lyon, Secretary (Bloomington, IIl.), 
at as early a date as practicable. 


American Institute of Mining Engineers. 


A circular from the Secretary announces that the 42d meet- 
ing of the Institute will be held in Chattanooga, Tenn., be- 
ginning on Tuesday afternoon, May 19. The headquarters 
will be at the Starton House, where the rate to members 
will be from $2.50 to $3 per day. Mr. H. 8. Chamberlain 
is Chairman and Mr. M. L. Chapman Secretary of the Local 
Comunittee of Arrangements. 

The Secretary calls the attention of the members to the 
low railroad rates now ruling in connection with the New 
Orleans Exposition. By taking New Orleans excursion 
tickets with stop-over privileges members will secure reduced 
rates, even if they do not use the tickets beyond Chattanooga ; 
or they can, without extra expense for railroad fare, visit 
New Orleans before or after the meeting. 

The following programme for the meeting is announced: 

Tuesday, May 19.—Opening session of the Institute at 
p. m. 

Wednesday, May 20.—Visit to mines and furnaces of the 
Tennessee Iron & Coal Co. at South Pittsburgh. A business 
session. will be held in the evening. 

Thursday, May 21.—Business session at 10 a.m. and 8 
p.m. In the afternoon visits to points of interest about the 
city, and after the evening session an entertainment at the 
Stanton House. 

Friday, May 22.—Excursion to Rockwood, and visit to 
furnaces and mines of the Roane Iron Co.; also to the fur- 
naces and mines of the Dayton Coal & Iron Co., at Dayton. 

Saturday. May 23.—An_ excursion to Birmingham, Ala., 
will leave é attanooga on Friday night or Saturday morn- 
ing. Particulars to be obtained from the Local Committee 
on and after the first day of the meeting. 

A number of interesting and valuable papers are announced 
to be read at the meeting. 








ELECTIONS AND APPOINTMENTS. 


Artesia, Starkville & Grenada.—Mr. L. D. McDowell, of 
Starkville, Miss., is President of this new company. 


Ashuelot. —This company, whose road is leased to the Con- 
necticut River Co , has elected A. B. Harris, President; F. F. 
Lane, Clerk; E. F. Lane, Treasurer. 


Augusta & Knoxville.—At the annual meet ng in Augus- 
ta, Ga., May 6, the following were elected: P:esident, E. A. 
Verdery: Vice-President, P. H. Bradley; Directors, J. W. 
Clark, J. J. Cohen, Z. McCord, J. D. Neel, A. M. Aiken, R. 
H. Middleton, W. G. Raoul, A. Mullarky, J. H. Alexander, 
W. B. Young, J. C. Maxwell, C. M. Buckhalter, J. F. Reilly, 
W. C. Sibley, J. W. Green and Moses Wadley. 


Boston & Lowell.—Mr. G. M. Thompson has been appointed 
Chief Engineer in place of I. M. Story, resigned. Mr. Thomp- 
son was recently on the Mexican Central road. 


Brunswick & Western.—Mr. A. A. Gaddis, whose election as 
Vice-President was no last week, is appointed General 
Manager also, in place of H. 8. Morse, resigned. 


Carolina Central.—At the annual meeting in Wilming- 
ton, N. C., last week, the following directors were chosen : 
D. W. Oates, Charlotte, N. C.; M. P. Leake, Wadesboro, 
N. C.: C. Goddard, Wilmington, N. C ; C. H. Roberts, R. 
S. Tucker, Raleigh, N. C.; Wm. W. Chamberlain, Norfolk, 
Va.: Severn Eyre, R. C. Hoffman, J. L. Minis, J. M. Rob- 
inson, J. 8S. Whedbee, Baltimore. The new directors are 
Messrs. Goddard and Roberts, who replace C. M. Stedman 
and J. C. Winder. 


Central of New Jersey.—At the annual meeting in Jersey 
City, May 8, the old directors were re-elected, as follows: 
Henry 8. Little, Freehold, N. J.; Henry C. Kelsey, New- 
ton, N. J.; John Kean, Elizabeth, N. J.; Robert Garrett, 
Baltimore; Edward C. Knight, George DeB. Keim, Phila- 
delphia; Sidney Shepard, Samuel Sloan, J. Kennedy Tod, 
New York. 


Champaign, Havana & Western.—Mr. Anthony J. 
Thomas is appointed Receiver of this road, late a part of the 
Wabash system. 


Chartiers.—This company, whose road is leased to the 
Pittsburgh, Cincinnati & St. Louis, has elected George B. 
Roberts, President; Alexander Biddle, J. N. DuBarry, 
Wm. L. Elkins, N. P. Shortridge, Edmund Smith, directors. 


Cheshire.—At the annual meeting in Keene, N. H., May 
13, the old directors were re-elected. At a meeting of the 
board William A. Russell was elected President; Edward C. 
Thayer, Vice-President; R. Stewart, Clerk and General 
Manager; T. H. Kingsbury, Treasurer. 


Chicago, Burlington & Kansas City.—Mr. Howard 
Elliott is appointed Auditor, with office at Keokuk, Iowa. 


Cleveland, Lorain & Wheeling.—At the annual meeting in 
Cleveland, O., May 13, the following directors were elected : 
Selah Chamberlin, Worthy S. Streator, E. R. Perkins, John 
Hay, Oscar Townsend, Cleveland ; John Newell, Chicago ; 
H. A. Kent, New York. 


Cleveland Southern.—Mr. H. T. Dunham, of Cleveland, O.., 
has been appointed Chief Engineer of this new road. 


Dallas & Northwestern.—This company has been organized 
at Dallas, Tex., with officers as follows: President, T. L. 
Marsalis; directors, J. 8. Daugherty, E. M. Powell, A. W. 
Childress, Frank Cockrell, W. H. Lemon, H. ©. Clark, O. P. 
Bowser, A. J. Porter and Thomas Field. 


Delaware & Hudson Canal Co.—At the annual meeting 
in New York, May 12, the following managers were chosen: 
Robert M. Olyphant, John Jacob Astor, David Dows, A. A. 
Low, James M. Halsted, Le Grand B. Cannon, John A. 
Stewart, James R. Taylor, Robert S. Hone, James Roosevelt, 
Abraham R. Van Nest, Hugh J. Jewett and Benjamin H. 
Bristow. The only change made in the old board was the 
substitution of Mr. Stewart for Thomas Cornell, who declined 
a re-election. 


Delaware, Lackawanna d& Western.—Mr. W. K. Niver, 
Superintendent of the Syracuse & Binghamton Division, is to 
be Superintendent of the Oswego & Syracuse§Division also, 
in place of W. B. Phelps, resigned. 





Denver, Aspen & Grand River.—The directors of this new 
company are: WalterS. Cheesman, Jerome B. Chaffee, D. 
M. Moffatt, Denver, Col.; W. L. Scott, Erie, Pa.; Addison 
Cammack, Adolph Engler, Josiah C. Reiff, New York. 


Deerfield River.—Mr. D. E. Brady is Engineer in charge 
¥ construction on this road and has his office at Reedsboro, 
't. 


Hanover Junction, Hanover & Gettysburg.—At the an- 
nual meeting, held in Hanover, Pa., May 11, the following 
officers were all re-elected: President, A. W. Eichelberger; 
directors, Reuben Young, Peter Flickinger, Stephen Keefer, 
William Grumbine, Robert M. Wirt, Henry A. Young, Mat- 
oe Eichelberger, David Wills, Charles W. Slagle, William 

uehler, 


Hayward & Southern.—This new compan y’s office is at 
Hayward, Wis.; the directors are: F. L. Clark, E. H. Hol- 
bert, J. L. Holman, R. L. McCormick, C. E. Rogers. 


Indiana, Bloomington & Western.—At the annual meeting 
in Indianapolis, May 12, the old board was re-elected with- 
out change. 


Indianapolis, Eel River & Southeastern.—This company 
has elected officers as follows: President, Samuel J. Hunt- 
ington, Jr., New York ; Vice-President, Robert Smith, Po- 
land, Ind.; Secretary, W. K. Eldridge, Indianapolis. 


Lake Shore & Michigan Southern.—Mr. J.T. R. McKay, 
the new General Freight Agent, issued the following circular 


May 5: 
‘Mr. M. 8. Chase is appointed General Agent with office 
at Chicago, Il., and wil bes and perform such duties as may 
be assigned him by Mr. Charles M. Gray, Assistant General 
Freight Agent. r. John G. James is appointed Assistant 
General Freight Agent, with office at Cleveland, O., and will, 
under direction of the General Freight Agent, have charge 
of the local freight business at all stations except Chicago, 
Englewood and South Chicago, and of such other 
freight business as the General Freight Agent may 
direct. Mr. . E. Billings, General Agent, with 
office at Hillsdale, Mich., will act under and perform 
such duties as may be assigned him by Mr. John 
G. James, Assistant General Freight Agent. Mr. H. Bromley, 
General Agent, with office at Jackson, Mich., will, under the 
direction of the General Freight Agent, have charge of the 
»ine lumber and salt traffic originating on the road or coming 
rom connecting lines at Toledo, Detroit and all stations west 
thereof, except Chicago, Englewood and South Chica,o and 
such other business as the General Freight Agent may direct. 
All other officers connected with this department will per- 
form the duties hitherto assigned them.” 


Leadville, South Park & London.—The office is in Denver, 
Col. ; the directors are John F. Herrick, D. H. Moffatt, E. O. 
Wolcott, H. R. Wolcott, Samuel N. Wood. 


Little Rock Junction.-—-This company has elected officers 
as follows : President, F. Gordon Dexter; Secretary, Charles 
F, Shillaber; Treasurer, Joseph Kampman. 


Louisiana & Missouri River.—In St. Louis, May 6, this 
company, whose road is leased to the Chicago & Alton, 
elected the following directors: John J. Mitchell, R. P. Tan 
sey, John Crerar, H. C. Lodge, C. P. Horton, Arthur B,. Sils- 
bee, W. H. Bliss. 


Mann Boudoir Car Co.—Mr. H. A. Callan is appointed 
Assistant to the President and General Agent in place of 
Count Zacharoff, resigned. Mr.C. P. Krauth succeeds Mr. 
Callan as Division Superintendent at Cincinnati. 


Marietta Mineral.—Mr. R. E. Phillips is now Vice-Presi- 
dent and General Manager. Mr. T. D. Dale is Treasurer. 


Meadville & Linesville.—The resignation of J. B. Peters 
as General Superintendent has been tendered and accepted, 
dating from April 1, 1885. The duties of the office have 
been assumed by G. W. Delamater, President, who will act 
through the Auditor, T. A. Delamater, to whom all com- 
munications should be addressed. 


Michigan Central.—At the annual meeting in Detroit, 
Mich., May 7, the following directors were chosen: Henry 
B. Ledyard, Ashley Pond, Detroit; Win. L. Scott, Erie, Pa. : 
Samuel F. Barger, Chauncey M. Depew, Wm. H. Vanderbilt, 
Wm. K. Vanderbilt, Cornelius Vanderbilt, Edwin D. Wor- 
cester, New York. The only new director is Mr. Pond, who 
succeeds Anson Stager, deceased. 

The controlled Detroit & Bay City elected directors as fol- 
lows: Samuel F. Barger, Chauncey M. Depew, Ashley Pond, 
Cornelius Vanderbilt, Wm. H. Vanderbilt. 


New York, Susquehanna d& Western.—At the annual 
meeting in Jersey City, May 7, the old directors were re- 
elected, as follows: Henry Sanford, Charles Siedler, Jersey 
City, N. J.; Garrett A. Hobart, Paterson, N. J.; John I. 
Blair, Blairstown, N. J.; Robert K. Dow, Claremont, N. H.; 
Simon Borg, Henry Marks, Charles Minzesheimer, Aaron 
Peck, Henry 8. Pierce, Frederick A. Potts, Alfred Sully, 
Stephen V. White, New York. The board re-elected Frederick 
A. Potts President; Alfred Sully, Vice-President: J. P. Raf- 
ferty, Secretary; C. V. Ware, Treasurer. 


_—— & Western.—At the annual meeting in Roan- 
oke, Va., May 6, the following directors were chosen: 
N. L. Boyce, Boyce, Va.; Richard S. Brock, John C. 
Bullitt, Clarence F. Clark, E. W. Clark, James I. Doran, 
Charles Hacker, F. J. Kimball, E. A. Rollins, George F. 
Tyler, Philadelphia; George C. Clark, R. B. Minturn, New 
York. This is the old board, except J. B. Whitehead, whose 
jlace is left vacant. The board re-elected F. J. Kimball 
resident; Robert W. Smith, Vice-President; A. J. Hemp- 
hill, Secretary. 

Mr. 8S. B. Haupt has been appointed Superintendent of 
Motive Power, with office at Zoancke, Va., in place of 
Charles Blackwell, resigned. Mr. Haupt was formerly on 
the Pennsylvania Railroad. 


Pennsylvania Railroad Leased Lines.—The companies 
named below, whose roads are leased to the Pennsylvania 
Railroad Co., last week elected officers as given: East 
Brandywine & Waynesburg.—President, John Cornog: di- 
rectors, Joseph C. Davis, Amos Diller, J. N. DuBarry, John 
P. Green, B. F. Kinzer, James McClure, Wistar Morris, 
George B. Roberts, N. P. Shortridge, Edmund Smith, T. M. 
Storb, Henry D. Welsh. Lewisburg & Tyrone.—President, 
J. N. DuBarry; directors, James P. Coburn, Wistar Morris, 
George B. Roberts, Eli Slifer, Edmund Smith, 8. C. Stewart. 
Pomeroy & Newark.—Directors, J. N. DuBarry, Wistar 
Morris, N. P. Shortridge, Edmund Smith, Henry DL. Welsh, 
John P. Wetherill, W. H. Wilson. Sunbury, Hazleton & 
Wilkes-Barre.—President, J. N. DuBarry; directors, D. B. 
Cummins, Wistar Morris, George B. Roberts, Edmund 
Smith, Henry D. Welsh, J. Price Wetherill. Sunbury & 
Lewistown.—President, Aaron Fries; directors, James H. 
Campbell, Stephen Greene, John Hart, 8. G. Lewis, John W. 
Moffly, George Shannon. Tyrone d& Clearfield.—President, 
J. N. DuBarry; directors, John P. Green, Wistar Morris, 
n> Roberts, N. P. Shortridge, Edmund Smith, Henry 
D. Welsh. 

In Philadelphia, May 10, the following additional election 
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was held: Philadelphia, Germantown & Pheenixville.— 
President, Edmund Smith ; directors, D. B. Cummins, J. N. 
DuBarry, John P. Green, H. H. Houston, Wistar Morris, 
George B. Roberts, N. P. Shortridge, John C. Sims, Jr., 
Henry D. Welsh, J. Price Wetherill. 


Pittsboro,—The office of this new company is at Pittsboro, 
Chatham County, N. C.; the officers are: President, H. A. 
London ; Directors, J. A. Alston, L. J. Haughton, R. R. 
Ihrie, W. L. London, R. J. Powell, G. W. Thompson ; Secre- 
tary and Treasurer, A. J. Bynum. 


St. Louis, Keokuk & Northwestern.—Mr. Howard Elliott 
has been appointed Auditor, with office in Keokuk, Iowa. 


St. Louis & San Francisco.—At the annual meeting in 
St. Louis, May 13, the stockholders elected the following 
board of directors: Edward F. Winslow, Jesse Seligman, 
Leland Stanford, William F. Buckley, Jay Gould, Walter 
L. Frost, Horace Porter, C. P. Huntington, Bryce Gray, 
Russell Sage, A. S. Hatch, Charles W. Rogers, & R. 3. 
Hayes. 


St. Paul, re & Manitoba.—Mr. C. H. Cannon 
has been appointed Car Accountant for this company, vice 
H. V. Dougan, assigved to other duties. 


Santa Fe & St. Johns River.—The office is at Lake Butler, 
Fla. ; the officers are, G. M. Whetstone, President; E. G. Hill, 
Vice-President; J. L. Davis, Secretary; W. O. Tison, Treas- 
urer; W. H. Edwards, Superintendent. 


Seaboard & Roanoke.—Mr. L. T. Myers has been ap- 
pointed Superintendent, with office in Portsmouth, Va., in 
place of E. G. Ghio, deceased. 


Shamokin Valley @& Pottsville.—This company, whose 
road is leased to the Northern Central Co., has elected George 
B. Roberts President ; A. J. Cassatt, J. N. DuBarry, John 
P. Green, Wistar Morris, N. P. Shortridge, Edmund Smith, 
directors, 


Sheffield & Birmingham.—Ata recent meeting in Sheffield, 
Ala., officers were elected as follows: W.S. Gordon, Presi- 
dent; A. J. Moses, Vice-President and Manager; J. F. 
Burke, Secretary; J. L. Chambers, Treasurer. The directors 
are Samuel Thomas, W. L. Chambers, Enoch Easley, H. H. 
Thompkins, R. G. Hervey, C. A. Collier, M. L. Moses, David 
Clopton, A. H. Moses, W. S. Gordon, D. M. Bain, J. F. 
Burke and O. O. Nelson. 


Shenandoah Valley.—At the annual meeting in Roanoke, 
Va., May 6, the following directors were chosen: J. W. 
Maury, Richmond, Va.; U. L. Boyce, Boyce, Va.; W. 
Milnes, Jr., Milnes, Va.; John T. Lovell, Front Royal, Va. ; 
A. R. Boteler, Shepherdstown, W. Va.; H. B. Davenport, 
W. H. Travers, Charlestown, W. Va.; Clarence H. Clark, E. 
W. Clark, Charles Hacker, F. J. Kimball, E. A. Rollins, 
George F. Tyler, Philadelphia; Sidney F. Tyler, Boston. 
The only new director is Mr. Maury, who replaces E. T. 
Steel. 


Sinnemahoning Valley.—This company has been organized 
by the election of the following directors: I. L. Craven, D. 
Burlingame, L. Taggart, Emporium, Pa.; M. M. Griffin, N. 
M. Metcalfe, Liberty, Pa.; Frank H. Goodyear, Buffalo, N. 
Y. The board elected Frank H. Goodyear, President ; L. 
Taggart, Vice-President and Secretary: E. O. Cheney, 
Treasurer. 


Southern Pennsylvania,—This company, whose road is 
leased to the Cumberland Valley Co., has elected Thomas 
Kennedy, President ; J. N. DuBarry, John P. Green, Wistar 
Morris, George B. Roberts, John Stewart, Henry D. Welsh, 
directors. 


Toledo, Cincinnati & St. Louis.—At the annual] meeting in 
Toledo, May 12, the following directors were chosen: Wm. 
R. Patton, Charleston, Ill.; F. J. Blakely, Frank W. Bain- 
bridge, James E. Condon, Toledo, ; W. E. Hackdon, 
James Irvine, Lima, O.; Irving A. Evans. Boston; E. R. 
Chapman, B. H. Van Auken, New York. The board elected 
E. R. Chapman, President; Wm. S. Bliss, Secretary and 
Treasurer. 


Versailles & Midway.—This company’s office is at Ver- 
sailles, Ky. Mr. W. H. Grady is President: Thomas H. 
Hayes, Vice-President and General Manager. 


Vicksburg, Shreveport & Pacific.—Mr. M. 8. Belknap has 
been appointed Superintendent in place of F. Y. Dabney, 
resigned. Mr. Belknap is also Superintendent of the Vicks- 
burg & Meridian road. 


Virginia Midland.—The ee circular was recently 
issued from the office of Superintendent and Engineer Rob- 
ert Andrews: 

“The following appointments took effect April 15: Mr. 
H. M. Smith, Master of the Machinery and Car Departments, 
vice J. E. Waddey, resigned; office, Alexandria, Va. Mr. J. 
A. Perry, Roadmaster of the entire line, vice P. R. Evans, 
resigned; office, Charlottesville, Va. Mr. F. J. Cabell, Assist- 
ant Engineer, will have charge of the construction and re- 
pairs of bridges, buildings, water-works and other structures, 
together with the details of engineering; office, Alexandria, 

a 


Mr. F. B. Waddy is continued as Chief Clerk of the Ma- 
chinery and Car Departments. 


Wave River.—This company, whose road is leased to the 
Boston & Albany, has elected directors as follows: H. B. 
Chapin, E. B. Gillett, C. A. Perley, J. A. Rumrill, C. A. 
Stevens, C. E. Stevens, W. W. Whitney. 


York & Peachbottom.—At the annual meeting, May 4, the 
following were elected : President, Charles R. McConkey ; 
directors, George 8. Billmeyer, John Humphrey, Henry 
Keiser, Michael Schall, John H. Small, Edward G. Smyser. 








PERSONAL. 





—Mr. I. M. Story has resigned his position as Chief Engi- 
neer of the Boston & Lowell Railroad. 


—Mr. W. B. Phelps has resigned his position as Superin- 
tendent of the Oswego & Syracuse Division of the Delaware, 
Lackawanna & Western road. 


—Mr. Max E. Schmidt is now at Tampico, Mexico, in 
charge of construction on the Tampico-San Luis Potosi Di- 
vision of the Mexican Central road. 


—Col. F. Y. Dabney has resigned his position as Superin- 
tende.t and Chief Engineer of the Vicksburg, Shreveport & 
Pacific road on account of ill health. 


—It is reported that Messrs. Horace Russell and Theodore 
Houston have asked to be relieved from their positions as Re- 
ceivers of the New York, West Shore & Buffalo road. 


—Hon, George V. N. Lathrop, just appointed Minister to 
_— “enti or Gen. ee: ae a prominent 
c. wyer, was attorney for the Michigan Central 
Railroad Co. for a number of podem 4 





—Mr. Archer Baker has resigned his position as General 
Superintendent of the Eastern Division of the Canadian Pacific 
road. Mr. Baker has served some 15 years on Canadian 
lines, and now retires on account of ill health. 


—Mr. J. E. Waddey has resigned his ition as Master 
Mechanic of the Virginia Midland road. is address for the 
present is at Alexandria, Va. Mr. Waddey has been con- 
nected with the road for 29 years, in various capacities. 


—Mr. R. C. Vilas has resigned his position as Freight 
Traffic Manager of the New York, Lake Erie & Western 
road. He has been with the Erie for 12 years, having been 
General Freight Agent 10 years, and Freight Traffic Mana- 
ger for two years past. 


—Mr. B. L. Harding has resigned his position as Vice- 
President and General Manager cf the Wisconsin, lowa & 
Nebraska road. Mr. Harding built a large part of the road 
as contractor, and at one time owned a large part of the 
stock. It is understood that he has sold out at nek a part of 
his interest. 


—Mr. John W. Nystrom, a well-known mechanical engi- 
neer, died in Philadelohia, May 9, aged 62 —. Mr. Nys- 
trom was a Swede by birth, but resided in this country for a 
number of years, and was well known as an expert in steam 
engineering, which was his special study. He was a member 
of the Franklin Institute, and frequently delivered lectures 
before that body. 


—Mr. Henry 8S. Morse, for two years past General Mana- 
ger of the Brunswick & Western road, has resigned that 
position. Mr. Morse has had much experience with railroad 
work, having served as a Division Superintendent on the 
Delaware & Hudson Canal Co.’s line, the Baltimore & Ohio, 
and on the Texas & Pacific, and as General Superintendent 
on the Indianapolis, Decatur & Springfield before going to 
the Brunswick & Western. 


—Mr. James S. Morrison has resigned his ‘position as Chief 
Engineer of the Cape Fear & Yadkin Valley road. Mr. 
Morrison has been Chief Engineer of the line for a long time, 
and was for some time General Superintendent also. He was 
relieved from the duties of the last-named. position a short 
time ago in order that he might his whole time to supervising 
the extension of the road. 


—Mr. Paul Bremond, for many years a prominent citizen 
ot Houston, Tex., died suddenly in Galveston, May 8, while 
on a Visit to a friend in that city. Mr. Bremond was 74 years 
old, and came to Texas when stilla young man. He located 
at Houston, where for many years he was a successful mer- 
chant and afterwards banker. He was the first projector of 
the line now known as the Houston & Texas Central, and 
was for a long time President of the company, contributing 
very largely from his uwn hands towards the building of the 
road. After his retirement from the presidency, he remained 
for several years a director and or 3 an active part in the 
management. After finally withdrawing from that com- 
pany he commenced the construction of the Houston, East & 
West Texas, which was built largely with money furnished 
by him, and in which he held nearly all the stock. He has 
pushed the road forward gradually, and under arrangements 
now made it will soon be in operation from Houston to 
Shreveport. Mr. Bremond was very active for a man of his 
age, and his death was quite unexpected, coming after only 
two days’ illness. He leaves a widow and six children, all 
grown up. His fortune is estimated at over $2,000,000. 








TRAFFIC AND EARNINGS, 


Coal. 
Anthracite coal tonnages, as given by the weekly reports of 
the companies, have ‘been as below for eight years past ip 
the four months to May 2: 


See - 7,594,863 | 1881.........6. .eeeee 7,853,940 

884. - S.G1G,715 | 1680. .........06 cores 6,753,492 
Eero 9,188,323 | 1879 ...............0. 7,021,164 
BO sccivccs. sesecces CQO | ROTC. civeiccccsecccccens 4,100,651 


The decrease from last year is 1,021,852 tons, or 13.5 per 
cent. The tonnage so far reported this year is the smallest 
since 1880, 

Bituminous tonnages reported for the four months ending 
May 2 are as follows : 








1885. 1884. Inc. or Dec, P.c. 
Cumberland, alllines. ... 807,698 762,412 I. 45,286 5.9 
Huntingdon & Broad Top. 58,665 65,869 D. 7,204 10.9 
Barclay R.R. &CoalCo. 87,928 118,813 D. 30,885 26.0 
Pennsylvania R. R.: 
OE” 1.054.540 984.081 I. 70,459 7.2 
Penn and Westmoreland 270,546 370,572 D.100,026 27.0 
Minor districts. ........ 518,650 523,845 D. 5,295 10 
Ng aces anal 2,798,027 2,825,692 D. 27,665 1.0 


Here the only gains are in the Cumberland and Clearfield 
districts. The losses have been small elsewhere, however, ex- 
cept where the production has been stopped by strikes. 





Coke tonnages reported for the four months to May 
2 are: 

1885. 1884. Inc. orDec. P.c. 

Southwest Penn. R. R........647,786 747.115 D. 99,329 13.3 

Other districts, Penn. R. R..186,677 170,737 I. 15,940 9.3 

Connellsville, via Penn. R. R. 27,334 113,213 D. 85,879 76.0 

MDE nigsushinncncccevican 861,797 1,031,065 D. 169,268 16.4 


The decrease in coke tonnage continues, and seems likely to 
be kept up for some time yet. 

Actual tonnage passing over the Pennsylvania & New 
bg road for the five months of its fiscal year from Dec. 1 to 
May 2 was: 


1885. 1884. Decrease. P.c. 

PORENIEG Foca ii cce canes 421,482 493,363 71,881 14.6 
IIR, Pos con saves a 106,217 148,680 42,463 28.5 
Total..... ...... «+. 527,609 642,093 114,344 (17.8 


The anthracite comes chiefly from the Lehigh Valley 
of which this line is an extension. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending May 9 was: 





Coal Coke. Total. 1884. 
a a ere 144,687 47,165 191.852 197,573 
From other lines....... 69,615 820 70,435 71,329 
a 214,302 47,985 262,287 269,202 
Year to May 9.0..." 3,686.705 882.725 4,569,430 4,598,393 


Decrease for the week, 6,915 tons, or 2.6 per cent.; for 
the year, 28,963 tons, or 0.6 per cent. 

Cumberland coal shipments for the week ending May 9 
were 64,482 tons. The total to May 9 this year was 872,181; 
last year, 822,978; increase, 49,203 tons, or 6 per cent. 


Chicago-Ohio River Pool. 
At a meeting of the managers of roads in the Ohio River 
l in Chicago, May 8, it was decided to continue the exist- 
ing rates and to make weekly statements of business done 
similar to those made by the east-bound trunk-line pool. 


New York State Canals. 


Navigation on the Erie Canal = May 11, according to 
the notice previously given. The opening clearances ‘oom 
Buffalo are reported light, but few boats being ready tostart. 
Thus far the canal business is not as large as cual for the 
opening week, 





Railroad Earnings. 


— of railroad lines for various periods are reported as 
ollows : 


Four months ending Agrit 30; 
1885. 


F 5. 1884. Inc. or Dee. P.c. 
Canadian Pacific. $1,990,237 $1,122,826 I. $867,411 76.6 
Central Iowa..... 391,097 447,204 D. 56,107 12.5 
Central Pacific.. 6,210,375 6,355,119 D. 144,744 2.3 
Chi. & Alton .... 2,454,848 2,645,126 D. 90,273 3.5 
Chi., St. P., M. & 

Dive se cos ee ee 1,554,025 1,713,686 D. 159,661 9.3 
Chi. & W. Mich.. 371,480 497,805 D. 126,325 25.3 
Cin., W. & Balt. 609,497 575,960 I. 33,537 5.8 
Cleve., Ak. & Col. 143,463 141,061 IL. 2,402 17 
Denver & R. G... »736, 1,602,963 I. 134,031 § 8.4 
tiv. & T. Haute . 222,402 ; I. 412 g 0.2 
Flint & Pere M.. 600.512 813,107 D. 212,595 26.0 
Ind., Bloom. & W. 762,830 730,519 I, 32,311 4.4 
Kansas City, Ft. 

Scott & Gulf... 848,629 765,749 I. 82,880 10.8 
Kan. City, Spr. & 

Pe 591,903 296490 I. 295,413 99.6 
Louis. & Nash... 4,693,178 4,367,777 I. 325,40L 7.4 
Margq., H. & Ont. 84.330 88,009 D. 3,679 58 
Mexican Central. 1,267,879 858,148 I. 409,731 47.7 
Mil.. L. 8S. & W. 323,268 349.322 I, 3,946 1.1 
Mobile & Ohio... 683,668 693,576 D. 9,908 1.4 
Norfolk & West.. 844,420 844.676 D. 256 meen 
Ohio Southern... 143.054 149,192 D. 6,438 4.3 
Peoria, Dec. & E. 227,010 254,241 D. 2,21. w.7 
St. L., A. & T. H.: 

Main Line..... 383,371 476.641 LD. 93,270 19.5 

Belleville Line. 252,203 278,063 D. 25,860 9.3 
St. L., Ft. Scott & 

Wichita .. .... 169,098 156.142 I. 12,956 8.3 
St. P. & Duluth. 277,391 282,217 D. 4.8.6 17 
St. P.,.M.& Man. 2,141,550 2,361,534 D. 219,984 9.3 
Tol., Ann Arbor 

fo ee 85,763 64,861 I. 20,902 32.2 
Wab.,St.L. & P. 4,887.549 5,072,504 D. 184,955 3.6 
Wis. Central. .. 470,444 483,207 D. 12,763 2.6 

Three months ending March 31 : 

Bur.,C.R.& No. $98,625 $635,176 I. $65,449 10.3 

Net earnings... 176.047 179,826 D. 3,779 2.1 
Canadian Pac.... 1,313,237 778,859 I. 934,378 68.6 

Net earnings... AP ee ties ss 
Ches. & Ohio.... 779,779 860,235 D. 80,456 9.3 

Net earnings... 177,313 230,022 D. 52,209 22.7 
Ches., 0. &S. W. 356.232 301.229 I. 55,003 18.3 

Net earnings... 93,018 35,981 I. 57.037 158.4 
Des M. & Ft. D.. 85.753 79,279 I. 6,474 8.2 

Net earnings... 21,840 22.086 D. 246 11 
Eliz., Lex. & B.S. 157.630 150,856 I. 6.774 4.5 

Net earnings... 37,656 25,458 I. 12,198 478 
Kentucky Cent... 186,149 169,907 I. 16,242 9.6 

Net earnings... 38,962 39,313 D. 351 0.9 
Mobile & Ohio.. 557.131 525,786 I. 31,345 5.9 

Net earnings... 143,892 145,927 D. 2,02 1.4 
N. Y. Central & 

Hudson River.. 5,962,222 6,710,591 D. 748,369 11.2 

Net earnings... 1,955,007 2,491,698 D. 536,691 21.5 

Month of March: 

Bur., C. R. & No. $272,359 $217,349 L. $55,020 254 

Net earnings... 83.683 64,997 I. 18.686 28.7 
Canadian Pac.... 488,896 279,575 I. 209,321 74.8 

Net earnings... STE” ws cameeats, | eeeeaee “¥ 
Ches. & Ohio.... 468,775 313,542 D. 44,767 143 

Net earniogs... 63.419 97,389 D. 33,970 340 
Ches., 0. & S. W. 128,528 216,110 I, 12,418 10.7 

Net ——e. ee 38,054 19,526 I. 18,4528 95.0 

M.& Ft. D.. 32,817 25,580 I. 6,237 24.0 
Net earnings. . 10,655 5,956 I. 4,699 78.3 
Eliz., Lex. & B.S. 53,307 57,519 D. 4,212 7.3 
Net earnings, . . 9.519 13,658 D. 4.139 30.2 
Kentucky Cent... $1,571 65,377 I. 6.194 9.5 
Net earvings. .. 20,464 21,659 D. 1,195 5.5 
Mobile & Ohio... 190,956 185.275 IL. 6,681 3.1 
Net earnings... 54.876 57.536 D. 2,660 4.6 
Month of April: 
Canadian Pac.... $677.000 $343,967 I. $333,033 97.0 
Central Iowa..... 92,221 122,908 D. 30,687 25.0 
Central Pacific... 1,735,000 2.030,079 D. 295,079 14.5 
Chicago & Alton. 590,025 607,281 D. 17,256 2.8 
Chi., St. P., Min. 
oe 464,100 567,998 D. 103,858 18.3 
Chi. & W. Mich.. 118.216 144.568 D. 26,352 18.2 
Cin., W. & Bualt.. 135,171 141,008 D. E837 4.1 
Cleve., Ak. & C.. 39.631 40,533 D. 902 2.2 
Denver & R. G.. 438,160 473,349 D. 35.189 7.4 
Ev. & T. Haute.. 60,649 60,470 I. 179 0.3 
Flint & Pere M.. 168,454 216.321 D. 47,867 22.1 
Ind.,Bloom. & W 169,892 168,111 I. 1,781 1.1 
Kan. C., Ft. 8S. & 
SRS 187,070 183,241 I. 3,829 | 
Kan. City, Spr. & 
Sea 139,426 96,217 I. 34,209 35.6 
Louisv. & Nash.. 1,157,605 1,125,291 I. 32,314 2.9 
Marg., H. & O.. 23.972 24,204 D. 232 1.0 
Manhbattan....... oe tesa. aene 
Net earnings... se pny oC One aie 
Mexican Central. 306,200 244,110 I. 62,090 25.4 
Mil., L. S.& W.. 104,853 97,383 I. 7,470 7.7 
Mobile & Ohio... 126,537 167,790 D. 41,253 24.5 
Norfolk & West.. 198,468 196,001 I. 2,467 1.3 
Ohio Southern... 38,809 39,599 D. 79 20 
Peoria, Dec 51,016 62,555 D. 11,539 18.4 
st. L., A. &T.H 
Main Line. .. 84.395 104.912 D. 20,517 19.4 
Bellev.lile Line. 54,724 71,433 OD. 16,709 23.5 
St. L., Ft. Scott 
& Wichita...... 49,379 33,804 I. 15,575 45.8 
St. P. & Duluth.. 65,193 $3,360 D. 15,167 21.9 
St. P., M. & Man. 707,800 804,999 D. 97,199 12.1 
Tol., Ann Arbor 
3S ee 20,563 17.400 L 3,163 21.8 
Wab.,St.L & P. 1,114,488 1,187,141 D. 72,653 6.1 
Wisconsin Cent.. 137,606 122,536 I. 15,070 12.2 
First week in May : 
Canadian Pac... $120,000 $94,000 I. $26,000 277 
Chi. & Alton 135,836 148,328 D. 12,492 8.4 

hi. & East. [il 30,001 29,620 I. 381 L$ 
Chi., Mil. & St. P 429.000 418.046 I. 10,954 2.6 
Chi. & Nor’west. 435,200 412.300 I. 22,900 55 
Illinois Central... 173,300 163,760 I. 9,540 5.8 

Iowa lines ..... 26,000 27,056 D. 1,056 39 
Lo Island..... 59,750 58.577 I. 1,173 20 
Louisv. & Nashv. 246,815 259,710 D. 12,895 49 
Mil. & Northern.. 10 260 10,097 I. 163 1.6 
Roch. & Pitts .. 18,974 19.138 D. 164 09 
St. L. & SanF... 72,000 77,700 D. 5,700 7.3 


Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. The same remark 
applies to early statements of monthly earnings. 


Western Trunk Lines Association. 
The meeting of the Western Trunk Lines Association in 
Chicago last week continued for five days. On the earlier 
days it seemed very probable that no result would be reached, 
the discussion on the various points in dispute being very 
sharp. The principal trouble arose from the old tripartite 
agreement. 

Finally, however, an adjustment was reached and plans 
completed for the division of traffic between the several roads 
who have formed the Missouri River Traffic Association. 
The agreement provided for the immediate full restoration of 
tariff rates between Chicago and Omaha. Pools will be 
established on competitive business, including both local busi- 
ness and that coming from the points west of the Missouri 
River. One of the chief stumbling-blocks was what is known 
as}the milling in transit. business, and this was finally settled 
by an agreement under which 30 per cent. of this business is 
to be set aside as local business, and about 75 per cent. of the 
balance allotted to the Chicago, Milwaukee & St, Paul. The 
agreement is to be signed by the general managers, but it is 
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thought there will be no further trouble. Later dispatches 

say that the situation has been complicated by a demand of 

the Missouri Pacific for a share in the Omaha business. 
Cotton. 


Cotton movement for the week ending May 8 is reported as 
follows, in bales : 


Interior markets: 


1885. 1884. Inc. or Dec. P.c. 
NS ae bad 11,240 D. 2.688 24.0 
Shipments............. . 14.957 13,814 I. 1,143 8.1 
Stock, May8.. ........ 81,923 81,235 =i. 0.8 

Seaports : 

ES a 15,657 D. 7,024 45.6 
eS ee 40,230 18,261 I. 21,969 1203 
Stock, May 8... ........520,280 531,249 D. 10,969 2.1 


The total movement from plantations for the cotton 
year (from ~~ 1) to May 8 is estimated at 5,559,981 bales; 
a decrease of 11,800 bales as compared with last year, and 
of 1,157,583 bales from 1882-83, but an increase of 353,100 
bales over 1881-82. 


New York Milk Rates. 
After a second hearing of the ae made against the 
Long Island Railroad, the New York Railroad Commissioners 
have repeeted their former recommendation that the rates on 
milk from various points on that road be reduced from 30 to 
25c. per 40 quart cans. This decision is based on the con- 
clusion of the board, after a comparison with rates on other 
freight and with milk rates on other lines, that the present 
rate is too high. 
Live Stock Rates. 

In Chicago, May 8, notice was received of a reduction of 
rates on east-bound live stock to a basis of 80 cents per 100 


Ibs. from Chicago to New York for cattle and 40 cents for | pa 


a This carries with it a reduction of rates on dressed 
eef. 
Central Traffic Association. 

A dispatch from Chicago, May 13, says: ‘Another unsuc- 
cessful effort was made to-day to settle the existing complica- 
tions in east-bound freights. The managers of the roads 
between the trunk lines’ termini and the Mississippi River met 
and talked for hours. The trunk lines submitted their ulti- 
matum, stating that they had no objection to a Central 
Traffic Association, but would insist on the agreement being 
submitted to them for revision and correction. This demand 
was submitted to a committee, which, after much discussion, 
decided to postpone action until the Chicago roads settle their 
own difficulties.” 


Pacific Coast Association. 

At the moges | of this Association in Chicago, May 7, the 
application of the Sunset route for admission to the pool was 
favorably acted upon. The a; ment provides that the 
agents of the different lines shall form themselves into a com- 
mittee agreeing upon rates from time to time. All differ- 
ences are to be settled by arbitration. George M. Bogue, of 
Chicago, and D. 8. Gray, of Columbus, were appointed to 
agree upon the percentages from May 1. If these two can- 
not agree, a third arbitrator isto be named. It is expected 
that this will result in the restoration of Pacific Coast rates. 








OLD AND NEW ROADS. 


Anderson, Lebanon & St. Louis.—The purchasers of 
this road at the recent foreclosure sale have made arrange- 
ments to supply the road with equipments in place of that 
heretofore leased. They will also, as soon as the sale is con- 
firmed and the new company organized, extend the road to 
Westfield, 6 miles, the object of this extension being to con- 
nect with the Louisville, New Albany & Chicago road. 


Artesia, Starkville & Grenada.—This rooney | has 
been organized at Starkville, Miss., for the oa ae of build- 
ing a railroad from that place westward to Grenada, the ter- 
minus of the Mississippi & Tennessee road. The distance is 
about 65 miles. 





Baltimore & Ohio.—This company is buying up 
property wherever possible along the line of its proposed 
entrance into the city of Philadelphia, without waiting for 
the consent of the City Council to its crossing or otherwise 
using the streets. 

The company’s application to the City Council for leave to 
use such streets was brought up in the Philadelphia City 
Council May 7, and in the lower branch a resolution was 
passed instructing the City Solicitor to — any work 
being done until councils had acted upon the application. In 
the upper branch this resolution was referred to a committee, 
which will not report until the next meeting. 

A report comes from Tennessee that this company means 
to extend its Valley Branch southward into East Tennessee, 
to Knoxville or Chattanooga, and that its agents-are already 
making a reconnoissance of the ground and are working up 
local aid. 


Boston, Hoosac Tunnel & Western.—This com- 
pany’s statement for the quarter ending March 31 is as fol- 
lows : 








1885. 1884. Increase. Pc. 

Earnings... -ecceee $104,225 4°57 748 10.3 
EDS cncs:, dcreccces 120,073 102,105 7,965 17.6 
RI ons cies Gecacunad $15.845 $7,628 $8.217 107.7 
Interest, C80....06200..0008 29, 3,000 26,2L0 873.3 
Total deficit........... $45,045 $10,628 $34,417 324.7 


This road still continues to earn less than its working 
expenses, although its business has increased largely. 


Brooklyn Elevated.—This road was formally opened 
for traffic May 13, when a large number of guests were 
carried over the line, and after the excursion trains had 
passed, free passage was given to the public for the rest of 
the day. The road is on the pattern of the New York ele- 
vated lines, and extends from a point near the Bridge ter- 
minus to Broadway and Gates avenue, a distance of 5 miles. 
It was begun several years ago, but the work has been much 
delayed by litigation. 


Burlington, Cedar Rapids & Northern.—A dis- 
patch from Des Moines, Ia., , 3 12, says: ‘In the United 
States Circuit Court to-day in the case of Simmons against 
the Burlington, Cedar Rapids & Northern Railroad Co., in- 
volving the validity of over $4,000,000 in second-mortgage 
bonds, the road having been formerly sold under a first 
mortgage, the Court, in a long opinion delivered by — 
Brewer, held the second-mortgage bonds tobe good. The 
decree holds that the plaintiff is entitled to a foreclosure of 
his mortgage, and to recover the amount of actual indebted- 
ness a by that part of the bonds held as collateral. 
The defendants are given the right to redeem the road from 
the second-mortgage bondholders by paying the amount 
found to be due. This amount is to be determined by a 
Master in Chancery. The amountof cash which will pass as 
the result of this decision will be over $1,000,000.” 


Camden, Gloucester & Mount Ephraim.—Arrange- 
ments are in ress to ige this road from 8 ft. to stand- 
ard gauge. It extendsfrom € en, N. J., to Mount: Epb- 





raim, 7 miles. The line is now controlled by the Philadelphia 
& Reading road, and is operated as a branch of the Philadel- 
phia & Atlantic City. 


Canadian Pacific.—Dispatches from Toronto state that 
the er in this road north of e Superior has been filled up 
by the laying of track, and that there is now a continuous 
track from Montreal to Jacktish Bay. There remains only a 
gap of 13 miles west of Jackfish Bay to complete continuous 
track from Montreal to Winnipeg, and thence to the present 
end of the track in the Rocky Mountains. 

_ .The new Lat eager g for government relief and for a new 
issue of bonds by this company, is now before the Canadian 
Parliament, — been introduced by the government, and 
calls out a long and sharp debate. 


Central, of New Jersey.—At the annual meeting in 
Jersey City, May 8, the old board was re-elected, receiving 
the vote of about 90,000 shares. The opposition vote was 
not generally polled, the parties holding proxies seeing that it 
was no use. ; 

The meeting was largely attended, and after the routine 
business had been transacted a resolution was offered in favor 
of allowing present relations of the company with the Phila- 
delphia & ing to continue, provided the Reading Co. 

ive security for the future payment of the amount already 

ue under the lease. This resolution was supported by Pres- 
ident Little and others, who feared that any other course 
would involve the company in a long and extensive litiga- 
tion. After a discussion, however, in which the Reading 
management was —_— sharply handled, the resolution was 
rejected and another resolution adopted instructing the direct- 
ors to take possession of and manage the Central Railroad 
property until such time as the Reading Co. is in a position to 
y interest on the bonds and dividends on its stock, asagreed 
under the lease. 

It is stated that the board of directors will at once take the 
necessary steps to comply with this resolution and to recover 
possession of the road. 

The Treasurer is now paying the coupons which were due 
May 1 on the adjustment bonds but were not then paid. 


Champaign, Havana & Western.—This road, which 
has been for some time known as the Havana Branch 
of the Wabash, St. Louis & Pacific, is now operated by its 
own Receiver, pending further action on the part of the 
bondholders. 


Chicago, Burlington & Quincy.—Contracts have 
been let by this company for the building of a branch which 
is to run from Republican, Neb., southwest to Oberlin, Kan., 
a distance of 78 miles. Work is to be begun at once, and is 
to be completed by Oct. 1. The branch will run into a sec- 
tion now without railroad facilities. 


Chicago & Evanston.—A_ report that this partially 
finished road has been transferred to the Chicago, Milwaukee 
and St. Paul Co. is contradicted as being atleast premature. 
The Chicago & Evanston road is owned by parties who are 
largely interested in the Milwaukee & St. Paul, but it has 
always been claimed that it was a distinct project. 


Cincinnati & Eastern.—An order has been made by 
the Court allowing Receiver McLean to issue certificates to 
the amount of $180,000; the proceeds to be used in changing 
the gauge of the western end of the road from 3 ft. to 
stan gauge. The eastern end of the line is already of 
standard gauge. 


Dallas & Northwestern.—This company has been 
organized at Dallas, Tex., to build a railroad from that place 
— Seymour, in Baylor County, a distance of about 

miles, 


Deerfield River.—This ny nd has resumed work on 
the extension of its road from Sherman, Mass., to which 
point it was finished last year, to Readsboro, Vt., and this 
section is to be finished during the present season. A further 
extension of the road from Readsboro to Wilmington is pro- 


Delhi & Hudson River.—The right of way of this line 
has all been secured, and subscriptions amounting to $50,000 
have also been taken. The line is run from Delhi, N, Y., 
eastward to a connection with the Ulster & Delaware near 
Arkville. The distance is about 20 miles. 


Denver, Aspen & Grand River.—This company has 
filed articles of incorporation to build a railroad from Red 
Cliff, Col., down the valley of Eagle River to Grand River, and 
thence along the Grand and Gunnison rivers to the Utah line. 
A branch up Roaring Fork to the town of Aspen, is also 
proposed. The incorporators are New York and Denver par- 
ties, who are largely interested in mining in Colorado, and 
the object of the road is supposed to be the development of 
their mining property. 


Denver & Rio Grande.—The strike of the shopmen on 
this road still continues; but since the first outbreak it has 
not seriously interfered with the traffic on the road, as the 
trainmen have so far refused to join, although the shopmen 
have tried very hard to induce them todoso. The strike is 
not for an increase of wages, but is against some alleged 
grievances in the management of the shops, and appears to 
have been undertaken by an order of the organization known 
as the Knights of Labor. The Receiver says that he will not 
~ way, and that he can continue the operation of the road 

or several months without the shopmen. 


Dubuque & Northwestern.—This company has been 
organized to build a railroad from Dubuque, Ia., northwest 
to the Minnesota line. It is to be the Iowa end of the Minne- 
sota & Northwestern road, now under construction. A con- 
tract for building 50 miles of the road has been let to N. B. 
or a: representing the Minnesota Loan & Debenture Co., 
of St. Paul. 


Fitchburg.—A special meeting of the stockholders was 
held in Boston, May 7, when it was unanimously voted to 
accept the act of the Legislature authorizing a consolidation 
with the Boston, Barre & Gardner, and to approve this con- 
solidation. As already noted, the consolidated company as- 
sumes all liabilities of the Boston, Barre & Gardner, and 
will issue one share of its stock for 10 shares of that com- 
pany. 

Resolutions were also passed authorizing the directors to 
issue bonds or interest bearing notes to an amount not to ex- 
ceed $500,000 at 5 per cent. interest, to be used for the pur- 
pose of funding the floating debt of the company. 


Fort Worth & Denver City.—The extension of this 
road is now completed to Harrold in Wilberger County, Tex., 
40 miles northwest from the late terminus at Wichita Falls 
and 150 miles from Fort Worth. Extensive stock yards 
have been built at the new terminus, and shipments of cattle 
from that point have already . The object of the ex- 
tension was to retain the live stock business of the road, the 
country about the old terminus of the road having been so 
settled and fenced in that it was becoming almost impos- 
sible to drive cattle to that point. 


Grand maptée & Indiana.—The following circular 
from General Freight Agent C..E. Gill is dated May 15 : 
“‘ Notice is hereby given that this company is now prepared 


to transfer cars containing all classes of bulk as well as pack- 
age freight across the Straits of Mackinaw.” 


Gulf, Colorado & Santa Fe.—This company has had 
a survey completed for the pro’ extension of its road 
from Lampasas, Tex., by way of San Saba and San Angelo, 
to Colorado. The distance is about 90 miles. Another line 
is to run from Lampasas, by way of Brownwood and Cole- 
man. The company will not decide upon the line to be 
adopted until after the engineers have presented their report. 


Hayward & Southern.—This company has filed articles 
of incorporation to build a railroad from Hayward, Wis., 
southward to a point.on the Chippewa River. The distance 
is 45 miles, and the capital stock is fixed at $500,000. 


Highland Junction.—The bill authorizing this company 
to build a bridge over the Hudson River at the head of the 
Highlands has been defeated in the New York Assembly by 
a large majority. This isthe so-called Storm King Bridge 
project, the projectors of which recently attempted to secure 
a guarantee of their bonds from the Massachusetts Legisla- 
ture. A large number of remonstrances against the con- 
struction of the bridge at that point were presented to the 
Legislature. 


Houston & Texas Central.—The Receivers of this 
road having made application to the court for leave to borrow 
money, the Master, to whom the application was referred, 
recommends that the court allow them to borrow $147,900 
for the purpose of settling traffic balances and paying the 
February pay roll. 


Indianapolis, Eel River & Southeastern.—At a 
meeting of the stockholders at Minneapolis last week, it was 
resolved to resume work and to complete the line, if possible, 
as far as connection with the Louisville, New Albany & 
Chicago. A little grading has been done on the road, and 
although it was begun three years ago, there is still much to 
be accomplished to complete it. 


Kansas City & Sonthern.—This road has been opened 
for traffic from Clinton, Mo., southward to Osceola, a distance 
of 30 miles. The grading and bridges are now ready for the 
rails from Clinton northwest to East Lyon, on the Missouri 
Pacific, a distance of 40 miles, and tracklaying will be begun on 
that section very shortly. The line of this road is parallel and 
close to that of the Kansas City, Clinton & Springfield, which 
is now under construction. 


Leadville, South Park & London.—This company 
has filed articles of incorporation in Colorado to build a rail- 
road from London in Park County, through Mosquito Gulch, 
to a junction with the Union Pacific’s High Line, and thence 
down the valley of the Arkansas to Leadville. The incor- 

rators are principally residents of Denver, one of them 
oa Mr. D. H. Moffat, President of the Denver & Rio 
Grande. 


Manhattan.—The following statement for the month of 
April is published : 
APG COT on 00.000800 000d cc0dscceonensvecesecee csvevess $594,602 





Expenses (GLD per Cent.).....cc0...cese00 0 00 scccccccs OBOE 

ID. cc. dances 0 sbecacidseenstsseunenanens $286, 028 
Interest and rentals. . Pe 
Bie on ii bctnncdne ddvenens wncce dees sons evadeenes 21.613 

—-— 140,679 

ee iebenndssanesssapanion $145,549 


This surplus is equal to 0.56 per cent. on the stock. The 
‘oss earnings for nine days of the current month were 
179,147. 


Martin’s Creek.—The amount necessary to secure the 
construction of this road has been subscribed by parties in- 
terested, and work upon it will be begun as soon as the right 
of way can be secured. The road is to run from Bangor, Pa., 
to the Delaware River at Martin’s Creek, 15 miles, and will 
connect by a bridge across the river with the Belvidere Divi- 
sion of the Pennsylvania Railroad. It will furnish the Ban- 
gor slate quarries with a new outlet over the Pennsylvania 
road. 


Minnesota & Northwestern.—Tracklaying on this 
road, which was begun recently at Cascade, Minn., has been 
pushed forward actively. and the rails are now laid from 
Cascade to a point within 7 miles of St. Paul, about 25 miles 
having been completed. As soon as the track reaches St. 
Paul the working force will be transferred to the section from 
Cascade southward. 


Montreal, Portland & Boston.—The securities of 
this company, which are held by the Receiver of the Vermont 
Nationa] Bank at St. Albans, were offered for sale in that 

lace last week, and a number of bids were received. It has 

nm announced that the Passumpsic Co. would enjoin the 
snle, but no injunction was served on the Receiver of the 
bank, who took the bids under consideration. 


Nashville, Chattanooga & St. Lonis.—This company 
has been offered a bonus to extend its branch line from Dick- 
son, Tenn., to Cumberland Furnace, a distance of 14 miles, 
and the extension will probably be built. The bonus is 
offered by a New York syndicate which has recently bought 
a large tract of timber and iron land lying around Cumber- 
land Furnace. 


Nevada & California.—This company has been organ- 
ized as successor to the Nevada & Oregon, and has assumed 
ion of that road, which is a narrow-gauge line extend- 

ing from Reno, Nev., to Oneida, 30 miles. 


New York Central & Hudson River.—This com 
pany’s statement for the quarter ending March 31 and the 
six months of the fiscal year from Oct. 1 to March 31 is as 
follows : 











——-Quarter.-—-—. ———--Half-year.-——— 
5. 4. 1884-85. 1883-84. 

Earnings ..... ..$5.962,222 $6,710,591 $12 772,302 $14,624,719 

Expenses.... .. 4,007,215 4.218,893 7,910,502 8,900,692 

Net earnings.$1,955,007 $2,491,698 $4,832,090 $5,724,027 
Int., rents aod 

ee 1,485,900 1,395,000 2,985,000 2,790,000 

Surplus ..... $470,007 $1,096 698 $1,847,090 $2.934,027 

Dividends paid. 894.283 1,788,566 2,235,707 3,577,132 

Deficit... .. $424,276 $691,868 $388,617 $643,105 


The working expenses (not including taxes) were 67.21 per 
cent. of ss earnings for the quarter and 62,16 per cent. 
for the six months this year, against 62.86 and 60.86 per 
cent. last year. The dividends paid this year were 1 per 
cent. for the quarter and 2'4 for the half-year, the surplus 
earned being 0.52 per cent. on the stock for the quarter and 
2.06 per cent. for the half-year. Last year the company 
paid r cent. for the quarter and 4 per cent. for the - 
year, the amounts earned being 1.22 and 3.28 per cent. on 
the stock. “eo 

For the half-year the gross earnings decreased $1,852,327 
(12.7 per cent.) and the expenses 50,390 (10.7 per cent.), 
leaving a decrease of $891,937 (15.6 per cent.) in net earn- 





The only changes of any amount in the balance sheet dur- 
ing the quarter are decreases of 802,427 in accounts paya- 
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ble and of $604,477 in interest accrued on one side, and a 
reduction of $1,892,128 in cash on hand on the other. 


New York, Lake Erie & Western.—A suit of some 
importance was in the New York Supreme Court last 
week by Frederick Broughton and others, whose complaint 
alleges that this company has been diverting traffic from the 
Chicago & Atlantic road contrary to the terms of a contract 
between the two companies, and asked that the ey? be 
enjoined from further violation of the agreement. e com- 
plaint also charges that the Erie Co. retains in its possession 
money due the Chicago & Atlantic, and refuses to make any 
settlement. The Court granted the usual temporary injunc- 
tion, and an order to show cause. 


New York, New Haven & Hartford.—This com- 
pany’s statements to the New York Railroad Commission 
give the following figures for the quarter endivg March 31 
and the six months of the fiscal year from Oct. 1 to March 
31: 


——-Quarter.-—— —Half-year.— -— 

1885.  18%4. | 1884-85. 1883-84. 
Gross earnings....$1,524,467 $1.484,205 $3,180,712 $2,196,517 
Expoenses.... ..... 805,087 913,901 1,907,147 2,104,936 


Netearnings.... $719,380 $570,304 $1,273,565 $1,091,581 
1,266 1,4 4,794 9,405 














Other income..... 34 05 
ee $720,646 $571,738 $1,278,359 $1,101,076 
Charges... ...-...- 204,948 251.019 409/895 "661,902 
Surplus ........ $515,698 $320,719 $868,464 $439,174 
Dividends paid, 5 , 
UE Nocatee teewees Sdbevensex 775,000 - 775,000 
Surplus or deficit . ...........0..00..2.05 S. $93,464 D. $335,836 


In these reports taxes are not included in expenses, but are 
laced with interest and rentals under the head of charges. 
or the half-year the decrease in earnings was $15,805 (0.5 

per cent.), but the expenses were reduced by the large amount 
of $197,789 (9.4 per cent.), the result being a gain of $181,- 
984 (16.6 per cent. (net earnings. e large decrease in 
charges is probably due to some change in the division of ac- 
counts by quarters. The deticit or dividend in 1883-84 was 
made up in the second half of the year. 


New York, West Shore & Buffalo.—At a conference 
held last week, between the Hewitt Committee and others, 
a modified plan of yore was presented which 
provides for the issue of $110,000,000 of bonds and stocks 
instead of the $135,000,000 proposed fp ax old plan. To 
be specific, it provides for the issue of 000, of first 
mortgage bonds instead of the $25,000,000 of the old plan of 
$50,000,000 second mo’ bonds and $5,000,000 first pre- 
ferred stock; of $15,000, second preferred stock, the same 
amount of like stock as proposed by the old plan, and of 
— eommon stock, instead of $40,000, common 
stock. 

The first-mo! e bonds are to be copied, as provided in 
the old plan, to the settlement of certificates and other debts 
created by the Receivers of West Shore, the satisfaction of 
judgments, the discharge of liens and purchase money mort- 
gages covering property of the company, the liquidation of 
unadjusted claims for rights of way and other real estate, the 
extinguishment of trusts on cars and locomotives, and for the 
<a of the terminal properties and facilities. By this 
last phrase is meant, it is asserted, an exchange for the bonds 
issued by the terminal company. 

The second-mo: bonds, which are convertible at the 
option of the holders into first preferred stock, are to be ex- 
changed for the existing first-mortgage bonds at par, and the 
$5,000,000 of first preferred stock is to be exchanged at par 
for the unpaid coupons of the existing first-mortgage bonds. 
It is also provided that the voting power of the new company 
shall be vested in the second-mortgage bonds and first pre- 
ferred stock. The old plan provided for the issue of $55,000,- 
000 first preferred stock, to be exchanged for the existing 
first-mortgage bonds and coupons in the ratio of 110 to the 
par of the bonds. 

The second preferred stock is to be used in settlement of 
the claims of the North River Construction Co., its creditors, 
the New York, Ontario & Western Railway Co., and other 
creditors of West Shore. 

The common stock is to be exchanged for the existing com- 
mon stock in the ratio of one share for two. The bonds are 
to bear interest at 5 per cent., and the stock at 6 per cent., 
and the interest is to be — from the net earnings of the 
company in the order of the precedence of the several classes 
of securities. : 

The Colgate committee has also prepared a plan 
which calls for the appointment of a “committee of 
reorganization,” com of the bondholders. Those 
agreeing to the scheme are to deposit their bonds with the 
Farmers’ Loan & Trust Co., and each million dollars of 
bonds shall have the right to nominate seven members of 
the committee, and the seven persons receiving the highest 
number of votes shall constitute the committee. They shall 
have discretion as to the plan to be adopted, subject to the 
following limitations : 

First.—The control of the reorganized company must be in 
— of the majority of the present first-mortgage bond- 

olders, 

Second.—No first-mortgage or other lien must be placed on 
the ip ond of the new company in advance of the interests 
of the present first-mortgage bondholders which shall exceed, 
in the total $15,000,000. 

Third.—In order that the new company may have a rea- 
sonable opportunity to perfect its road-bed, tracks, equipment, 
etc., the present Lo tri a bondholders consent that in- 
terest on the securities of such new company, issued to them 
in lieu of their present first-mortgage bonds, shall not bear 
interest for three years, and that the rate of interest there- 
after shall be 4 per cent., with the proviso, however, that 
if a sufficient amount is not earned by the new company to 
pay said interest, the same shall not be cumulative. It is 
understood that unless within 30 days from May 12, 
signatures representing $10,000,000 of bonds are obtained to 
this scheme, the bonds so deposited shall be returned and the 
trust company shall give its negotiable certificates for all 
bonds deposited with it. 


Northern Pacific.—The extension of the St. Paul & 
Northern Pacific Road (which is leased to the Northern 
Pacific Co.) from a to St. Paul, has been decided 
on, and the contract has n let to Winston Brothers, of 
Minneapolis, for the grading and all the bridging, with the 
——— of the bridge over the Mississippi. The contractors 
will begin work very shortly. The new line will leave the 
present road in East Minneapolis, and most of the right of 
way for it has been secured. 


Ohio Central.—A circular issued May 12 by the Canda 
Reorganization Committee of the Ohio Central Rai con- 
tains the beg tay | propositions : A new company is to be 
incorporated June 1, to be called the Toledo & Ohio Central 
Railway Co. The Columbus, Hocking Valley & Toledo Co. 
proposes to give Hocking Valley stock, share for share, for 
the new preferred stock of the Ohio Central to the extent of 
three-fourths of the Ohio Central preferred stock; the new 
common stock of Ohio Central is to receive one share of 
Hocking Valley stock for two shares of Ohio Central to the 
extent of three-fourths of the common stock. It is proposed 








to place all of the Ohio Central stock in the hands of trustees. 
Itis stipulated in the proposition that the new preferred 
stock shall not exceed $3,108,000, and the new common 
stock shall not exceed $1,600,000, and the Hocking Valley 
stock at the time of the exchange shall not exceed $11,700,- 
000. The Ohio Central Co. is to issue $3,000,000 of the 
$5,000,000 of 5 per cent. bonds authorized, and the remain 
ing $2,000,000 bonds shall not be issued except to pay for 
terminal property or equipment. 

The committee declares that if the Ohio Central stock it 
exchanged for Hocking Valley stock the Hocking Valley Co. 
will guarantee the interest_on the pew Ohio Central bonds. It 
is urged that the acceptance of this plan by the Ohio Central 
stockholders will do away with competition between the 
rival lines. The proposition is likely to be opposed by the 
holders of terminal and equipment bonds. 


Oregon & California.—In answer to the petition of the 
Receiver of this road, the United States Circuit Court de- 
cides that the railroad law passed recently by the Oregon 
Legislature is constitutional. The bill, as we have already 
noted, provides that the passenger fares shall not be more 
than 4 cents per mile, and the freight rates shall not exceed 
the rates in force Jan. 1. 1885. The bill also provides against 
discriminations. The Court holds, that this bill being consti- 
tutional, it cannot interfere with its operation, and accord- 
ingly instructs the Receiver that he must ohey the law, which 
is to take effect May 20. 

A London dispatch of May 9 says that the Bondholders’ 
Committee has aaere’ upon a plan for the sale of the road to 
the Central Pacific Co., and its consolidation with that com- 
pany. Under this plan the Central Pacific is to issue its bonds 
in exchange for Oregon & California bonds, and the stock is 
also to be exchanged. The Committee will send an agent to 
New York to arrange the details of the consolidation. 


Pennsylvania.—This company is offering, through 
Speyer & Co., in London ani New York, $3,960,000 of its col- 
lateral trust 4!¢ per cent. bonds, being the balance of the au- 
thorized issue of $70,000,000. The subscription opened May 
14, the bonds being offered at 101 and interest. 


Philadelphia & Reading.—The board of managers, 
on recommendation of the Financial Committee, has approved 
the modified or compromise plan of reorganization adopted 
by the two committees. A few verbal alterations were made, 
but they are aJl unimportant. 

The Union Canal is to be sold under foreclosure, May 19, 
and a meeting of the bondholders has been held to secure 
céoperation in purchasing the property. There are $3,000,- 
000 bonds outstanding, of which the Philadelphia & Reading 
Co. holds $2,000,000. The canal is 80 miles long, and por- 
tions of it have a considerable traffic, and there are also some 
valuable water-powers. 

The audit of the account of the Receivers of the Reading 
Railroad by Master George M. Dallas shows a balance car- 
ried forward on Feb. 1 of $82,434, which, added to the re- 
ceipts for the month, makes a total of $1,909,728. Deduct- 
ing from this the disbursements of the month a balance of 
$76,342.42 is brought forward on March 1. The Reading 
Coal & Iron Co.’s account shows a balance on Feb. 1 of 

2,783, which, added to the month’s receipts, makes $673,- 
243, leaving a balance on March 1 of $7.55. 


Pittsboro.—The incorporators of this company met in 
Pittsboro, N. C., May 9,and completed the organization of 
the company. The board of directors chosen were instructed 
to have surveys made for the road, which will be about 10 
miles long, from Pittsboro to a connection with the Raleigh 
& Augusta Air Line. The directors were also instructed to 
secure additional subscriptions to the stock, and to make 
application to the state for the services of convicts to be em- 
ployed in building the road. 


Pullman's Palace Car Co.—The attempt to alter the 
lease of the Central Transportation Co. having failed, a cir- 
cular was issued last week to the stockholders of the company, 
offering them the privilege of exchanging their stock for stock 
of the Pullman Co. at the rate of 4 shares for 1, the new stock 
patty to carry the May dividend with it. A conference was 

eld in Philadelphia, May 11, between Mr. Pullman, President 
of the Pullman Co., on the one hand, and the directors of the 
Central Transportation Co. on the other. They inform Mr. 
Pullman that his proposition for exchange would not be ac- 
cepted, as it was practically a repetition of the offer which has 
been rejected by the stockholders at a recent meeting. After 
much discussion he made a further offer to buy all the stock 
of the Central Co. at $30 a share. This was not accepted, and 
the conference adjourned, with the understanding that the 
Central directors would prepare a proposition to be submitted 
to 9 Pullman Co., which will be their final offer for settle- 
ment. 


San Antonio & Aransas Pass.—The directors of this 
new company have secured a subscription to an amount suf- 
ficient to warrant them in beginning work on the construction 
of the road. They have let the contract for the grading of 
20 miles, from San Antonio, to Thomas Johnson, of Houston, 
Tex., who is to begin work at once. 


Santa Fe & St. Johns River.—This company was 
recently organized ata meeting held in Lake Butler, Fla. 
The proposed line is from Lake Butler, southeast to Santa Fe, 
and thence eastward to some point on the St. Johns River. 
The distance is about 60 miles. 


Sonora.—The earnings of this line for March and the 
three months ending March 31 were: 








= March — —-Three months.— 

1885. 84. 1885. 1884. 
Earnings ....... $28,827 $19,841 $81,379 $55,713 
Expenses....... 21,083 22,148 61.014 69,152 








Net or deficit..N. $7,744 D. $2,307 _N. $20,365 _D. $13,439 

The road is owned by the Atchison, Topeka & Santa Fe, 
extending that company’s road from Nogales on the Arizona 
line to Guaymas on the Gulf of California. 


Texas & St. Louis.—The final account of Receiver Wood- 
ard, from Feb. 1 to April 13, the date when he was relieved, 
is as follows : 

Receipts, old accounts ....... is; Vases 
RGCCIVEr’Ss CUTFORE BECOUNES 22... 20. ceccse cecccceces 
IRs cc tcaens ckcb< dead ceceseeid. ane 





NE a dienes ebanSNREA UW i bekDeb ect ewede Reece Me 
Disbursements, old accounts........... ......65 $7,292 
” Receiver’s accounts............. 190,297 
—-— 197,589 
a I oa 5 soc aee hea kis ohn duacacescuc’ $75,584 


For the period named the actual earnings of the road were 
$5,798 in excess of the working expenses. 


Tonawanda Valley & Cuba—A suit brought by the 
employés of this road is now pending in Buffalo, having been 
begun in that city last week. Tlie employés asked the Court 
to direct the Receiver to pay theth their wages for Septem- 
ber, October and November last, being three months prior to 
his appointment. The Receiver represented that the road, 
and especially the bridges, were in a very bad condition ; 
that he had no money to repair them, and that the trustees 
had interposed objections to the issue of certificates. The 





case was put over until the June term, testimony to be taken 
in the meantime. 

Troy & Greenfield.—The bill for the disposition of this 
road now pending inthe Massachusetts Legislature provides 
that any railroad corporation, -either- now .existing or here- 
after formed, whieh shall be in~ possession of a continuous 
line of railroad extending from a connection with the Troy 
& Greenfield road to an eastern terminus in Boston, or its 
immediate neighborhood, may negotiate with the Governor 
and Council for the union or consolidation of the Troy & 
Greenfield road, including the Hoosac Tunnel, with its own 
line, and the bill gives authority to the Governor and Council 
to conclude such union or consolidation, and to accept stock 
—_ bonds of the railroad company in consideration there- 

or. 

Versailles & Midway.—The contract for building this 
road has been let to Messrs. Nolan & Sweeny, of Lexington, 
Ky., who agree to have the grading finished in 60 days. The 
road is to run from Versailles in Woodford County, Ky., 
northward to Midway, on the Elizabethtown, Lexington & 
Big Sandy road. The distance is about 8 miles. 


Wabash, St. Louis & Pacific.—The report of the Bond- 
holders’ Committee, which was presented at the London 
meeting, states that, after long negotiation, the committee 
were able to communicate to the bondholders the outline of a 
proposed arrangements, as follows : 

‘*1. That in the proposed reorganization, new general 
mort; age bonds, limited to the amount of the existing bonds— 
viz., $17,000,000—shall be issued in exchange for the present 
bonds, bearing, however, 5 per cent. intérest instead of 6 per 
cent., and depending on income for the first five years. 
2. That foreclosure rights shall be suspended for this period 
of five years, and not be exercised for two years thereafter. 
3. That general mortgage bondholders shall have a fair and 
proper representation on the board during the income period. 
4. That the collatera] trust bonds and the floating debt shall 
be extinguished out of the aon assessment on the share- 
holders, and by new first preference stock, to rank after the 
general mortgage. 5. at the assessment on the stock- 
holders shall be $8 per share on the preferred and $6 on the 
ccmmon, such assessment to be represented by new first pref- 
erence stock.” 

Since then the Committee have succeeded in arranging that 
during the five years in which the payment of interest is to 
oe upon the income the bondholders shall nominate one- 
half the directors, the shareholders to elect the other half of 
the board, and the President to be elected by agreement 
among the directors thus chosen. With regard to the se- 
curities included in the collateral trust mortgage, after much 
negotiation the Committee succeed in arranging that all these 
securities, without distinction, should form part of the new 
general mortgage. Quite a large amount of these securities, 
it is stated, represented the control of lines which could not be 
surrendered without serious damage to the company, and it 
therefore considers that it has secured all the points in dis- 
pute, with the single exception of the 1eduction in interest 
from 6 to 5 per cent. This they were obliged to concede in 
order to secure assessments on the stock, which they regard 
as essential. 

In relation to the floating debt, the Committee state tha t 
they have been unable to secure any adjustment. The state- 
ment received from the company shows an amount of floating 
debt, which, after deducting the amount of the proposed 
assessments, leaves a balance of $1,515,734. Subsequently 
information was received that in the company’s statement the 
sum of $900,000 had been accidentally omitted. There were 
also other current liabilities, including receiver's certificates. 
which might bring up the amount omitted to $1,500,000, 
making the total amount of the floating debt not provided for 
by the assessments about $3,000,000. This sum, the Committee 
reported, was entirely too large to be carried, and unless some 
provision can he made for it it would be fatal to the proposed 

lan of reorganization. The members of the Committee have 
n unable to find any plan for the adjustmont of this diffi- 
culty, and therefore reported all the facts to the stockholders, 
with the recommendation that the whole matter be referred 
to a new committee to continue the negotiations. 

When the Indianapolis Division was released on petition of 
the trustees from the Wabash system, the Chicago, Cincin- 
nati & Louisville Railroad, which extends from Tamerte to 
Peru, in Indiana, and is a leased line of the Indianapolis, 
Peru & Chicago, was not included in the release. In St. 
Louis, May 9, the Trustee of the mortgage on this unreleased 
branch, George T. M. Davis, filed a petition for the surrender 
of the branch by the receivers in 30 days. He said there was 
held recently a meeting of $600,000 of the $1,900,000 
bondholders, in which a plan of reorganization was ac- 
cepted. The trustee was instructed to secure the sur- 
render of the road from the Court and proceed with 
all possible speed to foreclose the mortgage. The petition 
was referred to Master Allen, who was instructed to report 
with all convenient speed. The hearing was held iu the after- 
noon, there was no opposition, and the Master reported 
favoring the release. he Court upon this confirmed the 
report and made the order, which conditioned that the Trus- 
tee have the right to proceed with the foreclosure proceed- 
ings begun under his cross-bill in the United States Circuit 
Court for the District of Indiana, and the Receivers appear 
therein to protect their rights, and that the road shall not be 
wholly taken out of the Court’s jurisdiction. 

Messrs. Humphreys and Tutt, Receivers, have just issued a 
circular to holders of the main line bonds of this company, 
stating that: 

‘“*The decrease in earnings and increase in expenses oc- 
casioned by the unusually severe winter, together with the 
loss incurred in operating certain branch lines, from which 
the recent orders of the Court will hereafter give substantial 
relief, have rendered it impossible for the Receivers to pay on 
May 1, as they had ho to do, the interest due Feb. 1 on 
the following bonds, viz.: Toledo & Illinois, first mortgage; 
Lake Erie, Wabash & St. Louis, first mortgage; Great 
Western, first mortgage; Illinois & Southern Iowa, first 
mortgage; Decatur & East St. Louis, first mortgage; Toledo, 
Wabash & Western, consolidated mortgage. They feel, how- 
ever, justified in advising the bondholders of their expectation 
of being able to pay these coupons on or about June 15, and 
in like manner to pay in July the coupons of the main line 
and St. Charles Bridge bonds maturing March 1 and April 
He 


An opinion has been given by the United States Supreme 
Court in the case of the Wabash Co., appellants, vs. Benja- 
min F. Ham et al., on appeal from the Circuit Court. The 
decree of the Circuit Court is by this judgment reversed, 
and the cases remanded with directions to disallow the liens 
claimed by the holders of old equipment bonds. 

A dispatch from London, England, May 9, says: ‘‘ The 
Wabash Railway Committee, appointed under the auspices 
of the English Association of American Bondholders, have 
united with the First Wabash Committee, composed of mem- 
bers of the Railway Share Trust, and who favor the scheme 
of reorganization advocated by Mr. Joy. The union is ar- 
ranged on an agreement that no reconstruction shall be com- 
pleted until the figures in the —_— furnished by the com- 
rae are confirmed by a thorough inquiry. No importance, 

0) 


wever, is attached to the terms of the agreement, and the 
junction the committees have formed means the cessation of 
nglish opposition to the Joy proposals.” ; 














